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EXECUTIVE SUMMARY

EXECUTIVE SUMMARY
The Center for Urban Transportation Research (CUTR) at the University of South Florida has
undertaken this study, Pensacola Urbanized Area Transit Improvement Strategy (TIS), at the
request of the Pensacola Urbanized Area Metropolitan Planning Organization (MPO). CUTR has
worked previously with the MPO and with Escambia County Area Transit (ECAT) in the
development of a five-year transit development plan, and is very familiar with transit issues and
the ECAT system. The purpose of this study is to develop short and long range strategies to
maintain and improve transit service in Escarnbia County and the associated urbanized area.
The study grew partly out of a concern on the part of the Escambia County Board of County
Commissioners to ensure that subsidies for public transportation are being used to provide
efficient transportation and mobility to all members of the public needing or desiring to utilize
the service. A second motivation for the study was the need to incorporate transit in the
Pensacola Urbanized Area Transportation Study 2020 Plan Update, as required by the lntermodal
Surface Transportation Efficiency Act (ISTEA) of 1991.
The study has a short-term element and a long-term component. The short-term element includes
a comprehensive operational analysis of existing ECAT service, and results in a series of
recommendations for the near future (the period 1995 through 1999). The long-term component
focuses on strategies for future improvements of transit service beyond the five-year time frame.
The latter portion of this study interfaces with the transportation plan update, and
recommendations made here are likely to be considered for the 2020 plan's Congestion
Management System component. The long-tenn component also includes an examination of land
use and activity center strategies and how these are related to the transit system.
The goal of the comprehensive operational analysis is to identify service improvements,
realignments, and adjustments that would improve the operating effectiveness and efficiency of
ECAT routes and schedules. The scope of this study includes the following objectives.
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• Recommend strategies to increase ridership.
• Recommend strategies to improve the operating efficiency and effectiveness of the ECAT
fixed-route system, while remaining sensitive to existing financial constraints.
• Identify methods to improve, reorganize or expand public transportation services so that transit
becomes a more attractive mode of travel.
• Identify opportunities to enhance the image of public mass transit to artract new riders,
especially choice or discretionary riders.
• Recommend the types of vehicles to be used in the deli very of services.
• Identify corridors and areas that will be well served by efficient public transportation and
shared-ride opportunities due to current level of service deficiencies and the presence of
employer and local government financial support for alternative transportation.
• Identify opportunities to promote greater involvement of the private sector in the provision of
public transportation services by contracting for services, utilizing employer-based user-side
subsidies, and encouraging jointly funded programs.
• Review local and regional policies in an effort to create an environment within the locality's
structure which will encourage the use and function of all modes of public transit.
The short-term component of this study included a survey of current ECAT riders, interviews
with key local officials, an analysis of the appropriate size for a transit vehicle in Eseambia
County, a productivity evaluation of individual routes, development of service performance
standards, a five-year transit service plan and an implementation plan. These elements are
summarized below, and are presented in greater detail in Chapters 2 through 8 of the final report.
The long-term component of this study forecasts the ECAT route network for the year 2020 and
interim years, and identifies transit-related strategies for inclusion in the Congestion Management
Plan. Land use impacts are also discussed, and land use and activity center strategies are
presented. Chapters 9 and 10 of the fmal report include the long-term elements of this study.
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ECAT RIDERSHIP SURVEY
Chapter 2 of the final report addresses the results of the ridership survey. The survey of current
riders found that ECAT ridership continues to be made up primarily of the transit-dependent,
those who have no other alternative means of travel. Ridership is heavily weighted toward lowincome persons without access to a private vehicle.
ECAT has had some success in amacting new riders. The Blue Angel Express in particular has
amacted some higher-income riders who have other travel options available.
Rider satisfaction has increased over the past two years for every element of service included in
the questionnaire. The percentage of respondents who rate overall service as good or very good
has increased from 73.0 percent to 82.6 percent (see Table i).
Service elements with the most positive ratings include safety (90.7 percent good or very good),
operator courtesy (90.2 percent) and vehicle cleanliness and comfort (87.0 percent). Respondents
register the greatest dissatisfaction with hours of service (13.7 percent poor or very poor),
frequency of service (12.9 percent) and convenience of routes (8.4 percent).
characteristics also had high percentages of "fair" ratings.

Even these characteristics with

relatively low ratings have improved since the 1992 survey.

Table i
User Satisfaction: Overall ECAT Service
Rating

Current Survey
(1994)

Previous Survey
(1992)

Very Good

42.3%

32.0%

Good

40.3%

41.0%

Fair

16.0%

21.0%

Poor

1.0%

4.0%

Very Poor

0.4%

1.0%
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INTERVIEWS WITH KEY LOCAL OFFICIALS
Chapter 3 of the final report describes the findings of the interviews with key local officials. The
following sununary regarding perceptions of and attitudes toward ECAT may be drawn as a result
of the interviews with key local officials.
• Transit is a necessary service. Officials recognize that it is not a profitable operation, but
that it has a role in the overall transportation network.
• Transit's role is limited. ECAT provides service to county residents who have no other
means of mobility.
• The constituency supporting transit is also limited. Most interviewees would like to see
the constituency broadened to include more middle-class commuters, but there is little
willingness to provide additional local funding for the transit system. There is support for
increased marketing activities.
• The transit system is well-managed. There is a high degree of confidence in ECAT's
management. Perceived shortfalls of the transit system are seen as a result of the environment
in which transit operates (low density, little congestion, plentiful parking).
• Efficiency is a top priority. Officials need to know that the system is using local tax dollars
in an efficient manner.
• Awareness of and experience with transit is low. There are still misperceptions, such as
that no one ever rides the buses and that ridership is composed exclusively of minorities.
Local officials might benefit from a visit to the transfer center to observe operations.
• Making improvements to the system will be difficult. Transit is not a high-priority item
among elected officials, except when funding pressures arise. Until the transit system has
greater passenger support and more certain financial means at its disposal, it will be hardpressed to make improvements.
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VEHICLE SIZE
Chapter 4 tackles the issue of appropriate size for transit vehicles in Escambia County. CUTR
recommends that ECAT continue to purchase 30-foot heavy duty buses for use in flxed-route
service.
The merits of transit vehicle size periodically arise as an issue at most transit agencies. Transit
board members and citizens have asked the question of whether buying smaller vehicles would
be more cost effective. Their reasoning is simple: smaller vehicles cost Jess to operate while still
being able to serve the needs of the riding public. Three issues of primary importance in the
comparison of smaller light duty buses and vans versus heavy duty 30-foot buses: cost; efficiency;
and image and public perception.
In analyzing costs, some operating costs may be saved through fuel efficiency, but certainly not
as much as one might imagine. The significant majority of the cost to operate a transit vehicle
in fixed route service is the driver' s wage and benefits, and this is not affected by vehicle size.
The other major factor for total operating expenses is vehicle maintenance. Due to the light duty
nature of the smaller bus and van, it is expected that brake and transmission components would
need to be replaced on a much shorter cycle than that for heavy duty buses.
Public perception related to the vehicle size and perceived lower operating costs remain very
imponant factors when considering the purchase of smaller buses and vans for fixed route service.
Clearly, no one wants to see empty 40-foot buses on the streets ofEscambia County. One danger
in the use of smaller, ligbt-duty vehicles is that public perception of transit can be quickly eroded
by the impermanent appearance of these vehicles and potentially inferior service.
There are several efficiency-related concerns connected with the use of vans or light-duty buses
in fixed route service. The ability to standardize a fleet's parts inventory is very important when
considering the purchase of vehicles. Standardized fleets allow for a significantly smaller parts
inventory, and tie up Jess capital dollars in parts. In addition, a vehicle mix consisting of
different buses and vans can limit scheduling flexibility. Restricted opportunities for interlining,
or assigning one vehicle to two or more routes, due to the lower passenger capacity of smaller
buses and vans can result in reduced efficiency and increased operating costs.
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Other issues which argue against the purchase of smaller light duty buses and vans for fixed route
service include operator training, passenger comfort, vehicle safety and boarding and alighting
times. While these issues affect all riders, vans in fixed route service may pose a particular
hardship for the elderly.
Smaller buses and vans can have a place in the provision of transit service, but maintenance, ·
efficiency and public perception concerns noted above argue against their use in Escambia
County. Thus, Chapter 4 concludes with the recommendation to continue the purchase of 30 foot
buses for ECAT fixed route service.
ROUTE PRODUCTIVITY EVALUATION

Chapter 5 describes in detail the development of an evaluation procedure to measure performance
of individual routes. The procedure incorporates six productivity measures:
• revenue/cost ratio;
• revenue per revenue mile;
• revenue per revenue hour;
• passengers per revenue mile;
• passengers per revenue hour;
• passengers per trip.
The evaluation process begins with the calculation of the six productivity measures by route and
for the system as a whole. Then, for each individual measure, a route's performance is compared
to the overall system performance. This comparison is done by taking the ratio of the route value
to the system value. Once this process is completed for all six measures, a final score is
calculated for each route as the average of the six performance ratios. A score of 1.00 means that
the route's performance is on a par with the system performance. A score of greater than 1.00
represents above-average performance, while a score of less than 1.00 is below average.
One advantage of this procedure is that it takes advantage of data already being collected for
Federal Section IS reporting requirements. A disadvantage is that a breakdown of the data by
weekday and weekend is not available. Chapter 5 includes a modified evaluation procedure for
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Saturday service. Saturday ridership is most useful in estimating transit usage for non-work trips
and the potential usage in off-peak time periods (such as evenings).
SERVICE PERFORMANCE STANDARDS
Chapter 6 takes the composite route scores, developed as part ofthe productivity evaluation, one
step farther as the basis for developing performance standards for ECAT. The purposes of
service performance standards are twofold. First, these standards establish quantifiable measures
that can be used to gauge the performance of an individual route. Second, the standards provide
a minimum acceptable performance level for a route on an objective basis. Standards are often
seen as a means to make decisions about transit service based on performance criteria, with
minimal reliance on the political process.
As part of the development of performance standards, CUTR reviewed service guidelines at other
Florida transit systems. Most agencies have minimum standards based on a percentage of the
systemwide average on a particular indicator or g10up of indicators. This approach 1s
recommended for ECAT. Chapter 6 includes the following major recommendations.
• ECAT should use all six performance indicators in the route productivity evaluation as the
basis for developing service performance standards. Table ii presents the productivity
evaluation measures for all routes and for the system.
• ECAT should adopt performance standards calling for elimination or significant service
reductions for any route with a total score less than 50 percent of the system average.
• ECAT should analyze routes with a total score between SO and 66 percent to identi fy
ways to increase ridership or reduce costs associated with these routes.
• Service area coverage should be considered along with route performance in any decision
to discontinue or significantly reduce service on a particular route. Figure i shows the
coverage area, defined as the area within one-quarter mile of a bus route, for the current
ECAT route network. The population within the service area is II 0,232, or 41 .9 percent of
the Escambia County population of 262,798.
• ECAT should continue to allowing new routes to operate for the length of time that they
are funded before making a decision on whether to retain the new route as a permanent part
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of its service network. This is an WlStated policy, with exceptions for new routes that are
clearly not close to meeting expectations.
As shown in Table ii, Route 16 (Palafox/Downtown) is ranked ftrst by a wide margin. Other

routes scoring above 1.25 include Route II (Myrtle Grove), Route 5 (Scenic Heights) and Route
15 (Navy Point/Barrancas Avenue).
The poorest performer among the routes is Route 18, the Blue Angel Express. The Blue Angel
Express is properly viewed as a new type of service that will hopefully build a market over time;
thus, its performance in FY 1994 should not treated in the same way as other routes. Two other
routes scoring below 0.50 (Routes 8 and 17) have been discontinued as separate routes. Route
I (East Pensacola Heights) is still in operation.
The route productivity evaluation technique provides an objective means to assess the
performance of individual routes within the context of the overall bus network. This evaluation
might best be used as an "early warning system" indicating that there is a problem with a given
route. Other factors that may be important in deciding on a course of action are the availability
of alternate transit service along a route, the desired geographic area coverage, and the length of
time the route has been operating.
SERVICE PLAN
Chapter 7 develops specific short-term route and service recommendations for the county's transit
system. These recommendations are drawn in large measure from analyses io previous reports,
especially the route performance evaluation and development of service guidelines. To determine
areas of greatest need, CUTR performed a census-tract-level analysis of the propensity to use
transit. Figure ii shows the areas with the greatest need for transit service io relationship to the
existing route network.
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T able ii
Application of P roposed
ECAT Sen-ice Performance Standards

I

R oute

Score

Rout es Above Syst em Average
16

Palafox!Oowntown

2.35

11

My~le

1.38

Grove

5

Scenic Heights

1.28

15

Navy Poii\VBar<ancas

1.27

7

Oakwood Terrace

1.23

2

Cordova MaiVP JC

1.19

13

9th Avenue/Aragon

14

NAS/Navy Boulevard

1.12

6

Alcani2/Davis

1.04

Cou~

1.1 8

Accep1able Rou1es .

9

University Mall

0.82

4

T StreeVPalalox

0.80
0.73

10B Ensley

3

Bayview

0.67

10A Ensley
Routes

12
1

0.67

Req~irlng Analysi~,

'

SaulleytGeorge Stone

'6ai.'tnli~tes for Dil!~~ntinu~~n .

0.62
~

.'

..

1

East Pensacola Heights

0.49

8

UWF/Ellyson Park*

0.28

17
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CUTR utilized projected population and employment figures, developed as part of the long-range
plan update, to assess the effect of existing trends on the transit system. Population projections
suggest significant growth in Santa Rosa County and other areas outside of the existing service
area. The employment picture for the year 2000 is more favorable to ECAT than the population
projections. ECAT' s current service area is projected to contain over three-quarters of all jobs
within the Pensacola urbanized area in the year 2000.
Transit extensions should not be recommended solely on the basis of population projections, since
there are unanswered questions regarding the types of residential developments, the location of
the work place for these new residents, and the willingness or propensity to use transit. Because
transit works best in concentrated, relatively dense areas, extensions of service to outlying
suburban areas can weaken the transit network by diluting service where it is well used.
Chapter 7 contains proposed route and service improvements. These form the heart of the
operational plan for ECAT. Recommendations include:
•
•
•

Restructure Routes 1 and 3 (Figures iii and iv);
Straighten Route 13 along Ninth Avenue;
Restore midday service on Route 2;

•

Adjust the Route 6 schedule, to depart from the transfer center on the hour, increasing the
frequency of service in the neighborhoods served by both routes to one bus every 30
minutes;
Shorten the turnaround path for Route 6 in downtown;

•
•
•
•
•

Increase frequency of service on Route 11 to one bus every 30 minutes;
Institute evening service on selected routes (Figure v);
Split Routes 5 and 9 into separate routes;
Restructure Route 12 (Figure vi), and consider implementing a crosstown route connecting
Mobile Highway with the Cordova Mall area via Michigan Avenue and Brent Lane (Figure
vii);

The fiscal impact of all changes is a net increase in annual costs of $232,000. However, the costs
of the two most expensive changes (increased frequency on Route II and evening service) are
responsible for this increase. Without these two proposals, the net financial impact would be a
slight reduction in costs.
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The fiscal impacts cited above are exclusive of any additional grants from any source. Other
sections of Chapter 7 discuss alternate funding options (for example, state Service Development
Grants might provide 50 percent of the money needed for improved frequency and evening
service), and also inter-county arrangements used elsewhere in Florida for the provision of transit
service. CUTR re(;Ommends that, when the time comes, ECAT and Santa Rosa County
develop an interlo~al agreement for the provision of multi-county transit service to be operated
by ECAT, including provisions for funding of associated capital and operating costs.

IMPLEMENTATION PLAN
Chapter 8 is a summary of the short-term element of this study. Service and fleet composition
recommendations are recapitulated, and a live year capital plan is presented. Marketing activities
receive particular attention in this chapter. An implementation schedule is also suggested.
Marketing a public transportation system is usually undertaken for several reasons. One is to
increase awareness of the system as a travel alternative. A Se(;ond reason is educational,
providing Specific information that people need to know about the system in order to use it, such
as destinations, schedules, fares, hours of operation and bus stop locations. A third reason is to
inform riders and/or the general public about upcoming special promotions, a new service, or
changes to the system. While encouraging use of the system underlies all of these reasons,
campaigns targeted to specific segments of the population (e.g., shoppers, commuters, residents
in a particular neighborhood) is a fourth reason to market tran.sil In a society where travel is
dominated by the automobile, the mere existence of a transit system is not sufficient to attract
riders. This is particularly true in a locale such as Escambia County, where there are no major
parking or congestion problems.
ECAT's I 994 Marketing Plan contained standard and innovative ideas on getting the word out
about transit and making ECAT more a part of the community. SCAT's marketing budget is at
the low end of the range for systems within Florida in its peer group. CUTR recommends that
ECAT ~onsider moderate in~reases in the marketing budget, as funding becomes available.
CUTR also recommends that ECAT establish a transit pass commuter benefit program in
1995.
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The capital plan anticipates a continuation of the bus replacement program, so that by FY 1997,
ECAT will have 25 thirty-foot buses in its fleet. The original bus replacement schedule is still
valid and should be followed.
With regard to service recommendations, the first step in implementation is to present the
findings and recommendations at the Commissioners' Forum in February, 1995. CUTR will then
make a presentation to the Pensacola Urbanized Area Metropolitan Planning Organization at its
March meeting. After the Commissioners and the MPO have been informed of these
recommendations and have offered comments or revisions, ECAT should bold a public hearing
on the package of route and schedule changes. Not all of the recommendations warrant a public
hearing, which is generally required if more than I0 percent of service on a route is affected, but
it makes sense to include everything in the hearing so that the public is fully informed and has
a chance to comment on each of the proposals. ECAT will then decide whether to implement
some or all of the recommendations, based on public reaction.
Except for the increased frequency on Route II and evening service, the net fiscal result of the
other recommendations is positive. Thus, the proposals for Routes I, 2, 3, 5, 6, 9, 12, and 13
can be implemented at the first opportunity after the public hearing. Route II and evening
service will require Service Development funds from the state. ECAT should apply for Service
Development grants for both projects. Service Development money generally becomes available
in July, and the application will need to be completed early in the spring. Because of the tight
time frame, ECAT should prepare applications for both projects in advance of the public hearing,
so that they can be submitted immediately (assuming a positive public response).
In early 1996, ECAT should evaluate the performance of Routes I, 3, and 12, using the
productivity evaluation model, and decide whether the routes warrant continuation: If the
decision is made to add the crosstown route, ECAT should apply for Service Development funds
for FY 1997 to institute crosstown service.
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TRANSIT STRATEGIES FOR THE CONGESTION MANAGEMENT SYSTEM
Chapter 9 develops transit strategies to be included for evaluation as part of the Congestion
Management System in the plan update. After listing congested corridors identified in the longrange plan, CUTR identifies transit-related strategies to alleviate congestion, including:
•
•

expansion of the transit network and service area;
improved frequency;

•
•

HOY corridors;
increased transit amenities;

•

innovative service.

Table iii summarizes proposed improvements to ECAT's system for the year 2020 and for the
interim years 2000 and 2005. These changes to the existing system represent the routes and
frequencies needed as input to the long-range model. All improvements, including transit
amenities, are included in Table iii. Actions beyond the fixed-route transit network, such as
transportation demand management strategies, are also presented in this chapter.
Inclusion of transit-specific goals, objectives and standards in the plan update would conform to
the intent of ISTEA. This would also provide a connection between the long-term transportation
plan and the short-term plan for the transit system.
LAND USE AND ACTIVITY CENTER STRATEGIES
The final chapter in this report describes the relationship between land use and transit, and
suggests initiatives that support regional transit service, reduce traffic congestion, and enhance
community character. A partial listing of strategies and initiatives includes:
•

tailor the planning and regulatory program to encourage transit-compatible development
along strategic transit corridors;

•
•
•

designate and reinforce mixed-use activity centers;
establish limits to comll)ercial strips;
allow a finer mix of land uses;
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•

encow:age infill and relatively higher densities on transit corridors;

•

link transit stops to subdivisions with pedestrian pathways;

•

develop a coordination procedure to integrate transit considerations into development review;

•

designate major activity centers as transportation concurrency exception areas.
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Table iii
Proposed Changes for
Year

2000

Es~mbia

County Area Transit

Action

Routes Affeeted

Restructure Routes
Split Loop into Two Routes

I , 3, 12, 13
5, 9

Midday Se!Vice

2

Evening SeNice

5, 9, 11, 13, 14115

Increased Frequency (2 buses per hour)

11

Michigan/Brent Crosstown Route
Downtown and Beach Trolleys
New Buses

2005

SeNice Extensions:
•
Airport Blvd. Crosstown Route
Lillian Highway
•
•
Gulf Beach Highway
•
Pensacola Beach/Gulf Breeze
•
UWF

9, 9S

Increased Frequency:
2 buses per hour
•
•
12 trips per day

5, 14
18

Other.
•
HOV Toll Booth, Bob Sikes Bridge
•
Downtown Satell~e Center
•
New Fare Media
Express Se!Vice:
•
Milton/Pace via US 90
•
Avalon Park via 1-1011-110
HOV Lanes: 1-10/1-110
Park and Ride Lots
2020

Circulators: Milton, Pace, Gulf Breeze
NorthWest Extension along U.S. 29
Increased Frequency:
2 buses per hour
•
•
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4 buses per hour

10A, 10B
9, Michigan/Brent
Crosstown
16
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Chapter 1
INTRODUCTION
The Centef fof Urban Transportation Research (CUTR) at the University of South Florida has
undertaken this study, Pensacola Urbanized Area Transit Improvement Strategy (TIS), at the
request of the Pensacola Urbanized Area Metropolitan Planning Organization (MPO). CUTR has
worked previously with the MPO and with Escarnbia County Area Transit (ECAT) in the
development of a five-year tfansit development plan, and is ver:y familiar with transit issues and
the ECAT system. The purpose of this study is to develop short· and long-range strategies to
maintain and improve transit service in Escambia County and the associated urbanized area.
The study grew partly out of a concern on the part of the Escambia County Board of County
Commissioners to ensure that subsidies for public tfansportation are being used to provide
efficient transportation and mobility to all members of the public needing or desiring to utilize
the service. A second motivation for the study was the need to incorporate transit in the
Pensacola Urbanized Area Transportation Stu.dy 2020 Plan Update, as required by the lntermodal
Surface Transportation Efficiency Act (ISTEA) of 1991.
The study has a short-term element and a long-term component. The short-term element includes
a comprehensive operational analysis of existing ECAT service, and results in a series of
recommendations for the near future (the period 1995 through 1999). The long-term component
focuses on strategies for future improvements of transit service beyond the five-year time frame.
The latter portion of this study interfaces with the transportation plan update, and
recommendations made here are likely to be considefed for the 2020 plan's Congestion
Management System component. The long-term component also includes an examination of land
use and activity center strategies and how these are related to the transit system.
The goal of the comprehensive opefational analysis is to identify service improvements,
realignments, and adjustments that would improve the operating effectiveness and efficiency of
ECAT routes and schedules. The scope of this study includes the following objectives.
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• Recommend strategies to increase ridership.
• Recommend strategies to improve the operating efficiency and effectiveness of the ECAT
fixed-route system, while remaining sensitive to existing financial constraints.
• Identify methods to improve, reorganize or expand public transportation services so that transit
becomes a more attractive mode of travel.
• Identify opportunities to enhance the image of public mass transit to attract new riders,
especially choice or discretionary riders.
• Recommend the types of vehicles to be used in the delivery of services.
• Identify corridors and areas that will be well served by efficient public transportation and
shared-ride opportunities due to current level of service deficiencies and the presence of
employer and local government financial support for alternative transportation.
• Identify opportunities to promote greater involvement of the private sector in the provision of
public transportation services by contracting for services, utilizing employer-based user-side
subsidies, and encouraging jointly funded programs.
• Review local and regional policies in an effort to create an environment within the locality's
strucrure which will encourage the use and function of all modes of public transit.
The long-term component of this study forecasts the ECAT route network for the year 2020 and
interim years, and identifies transit-related strategies for inclusion in the Congestion Management
Plan. Land use impacts are also discussed, and land use and activity center strategies are
presented.
following this introductory chapter, Chapter 2 presents the results of the ECAT ridership survey
conducted in May I 994 and compares these results to an earlier survey done as part of the transit
development plan in April I 992. Results of a survey of bus operators at ECAT are also presented
in Chapter 2. Chapter 3 describes the interviews conducted by CUTR with key local officials
from the public and private sectors in Escambia County. An analysis of the appropriate size of
transit vehicle for use by ECAT is contained in Chapter 4. Chapter 5 evaluates the productivity
of ECAT routes, and Chapter 6 uses the results of this evaluation to develop service performance
standards intended as a guide for ECAT in making service decisions. Chapter 7 contains the
proposed service plan for the transit agency. The final portion of the short-range element is in
Chapter 8, the proposed implementation plan.
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The final two chapters of this report address the long-range component. Chapter 9 identifies
transit strategies for inclusion in the Congestion Management Plan that is being prepared as part
of the Pensacola Urbanized Area 2020 Plan Update. Chapter I 0 is a discussion of land use and
activity center strategies to support public transportation.
Each of the succeeding chapters in this report contain findings and recommendations that are
important for an understanding of the current situation and the reasoning behind proposed
changes. These findings and recommendations, intended to guide ECAT as it makes both shortterm and long-tenn improvements to the transit system, are summarized in the Executive
Summary, contained at the beginning of this document and also published as a separate summary
report.
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Chapter 2
ECAT RIDERSHIP SURVEY
INTRODUCTION
In order to obtain information on the demographic characteristics, travel behavior patterns, and
perceptions of current transit riders, CUTR conducted an on-board survey on selected ECAT
routes on Tuesday, May 24 and Wednesday, May 25, 1994. Surveying was conducted between
12:00 p.m. and 6:00p.m. on the first day and between 5:00a.m. and 12:00 p.m. on the second
day. Using this approach, the survey sample includod riders travelling to and from work as well
as passengers using ECAT for non-work trips. A copy of the survey instrument is contained in
Appendix A.
The major objectives underlying this effort include:
• to collect data useful in strategic and service planning;
• to identify perceptions and attitudes about ECAT service;
• to establish demographic information on riders;
• to define travel characteristics and patterns of patrons;
• to provide an opportunity for ECAT patrons to voice their opinions on transit-related issues
to ECAT management and decision makers;
• to measure changes in demographic characteristics, travel patterns, and rider perceptions and
anitudes since the last survey two years ago.
The findings of the survey are presented in two major categories. These categories are
demographics and travel behavior/user satisfaction. A comparison of the current results and
results of a previous survey conducted by CUTR two years ago is presented in each section.
SYSTEM OVERVIEW
ECAT is a fixed-route system consisting of 18 routes. Most routes operate at a frequency of one
bus per hour. Service is provided on Saturday for I4 of the routes. No service is available on
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Sundays or holidays. The span of service is from 5:00a.m. to 7:00p.m. weekdays and 6:00a.m.
to 7:00 p.m. on Saturdays. There is one limited-stop route, the Blue Angel Express, that serves
three park-and-ride lots, Pensacola Airport, and the Naval Air Station. All routes pass through
the transfer center for convenience in transferring to other routes.
The fare structure for ECAT service includes a base fare of $1.00 and a transfer fee of $0.10.
Discounted fares are offered for students, senior citizens, and persons with disabilities. Monthly
passes, weekly passes, and twenty ride tickets are available. Reduced-price passes for students,
senior citizens, and persons with disabilities are also available.

SURVEY METHODOLOGY
For the on-board survey, CUTR selected bus runs at random from the ECAT schedule. A bus
run is a collection of trips that makes up the bus operator's assignment. A trip is defined as a
single journey beginning and ending at the Transfer Center, since ECAT's routes are strucrured
as loops. Bus runs were used as the unit of sampling because it is much easier to assign a survey
worker to a specific bus with a specific driver. Runs were selected until at least one-half of all
trips on each route were included in the survey.
The surveys were designed to be filled out on the bus and returned before the passenger left the
bus. Workers conducting the survey included temporary help and graduate students from CUTR.
A training session was held prior to surveying. At least one CUTR research associate was present
at the Transfer Center at all times during the survey to answer questions or address problems.

Data Entry and Processing
All completed questions were included in the analysis regardless of whether the entire
questionnaire was filled out. The surveys were reviewed by data entry staff who input responses
into a dBasc format. These files were then reviewed and processed using the statistical software
"SAS ...
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Response Rates
Generally, the response rate was very good when compared with similar efforts undertaken on
this type of service, and provides a very good information base for analysis. Approximately
I, 700 riders were asked to fill out a survey. I, 198 surveys were returned for a response rate of
70 percent. The presence of survey assistants who actively helped and encouraged riders to fill
out the survey forms was a major factor in achieving this high response rate.
Responses were subjected to weighting and factoring. This process results in numbers being
produced that reflect actual ECAT ridership. For example, a high percentage of respondents on
Route I completed surveys. When calculating overall system averages for factors like income
and average age, the fact that a greater share of Route I passengers completed a survey is taken
into account so that the characteristics of these riders are not overstated in total system results.
To calculate a weighted total response, each route was factored up to the actual ridership that was
reported for that route on the days when the survey was conducted.
ECAT ridership averaged 3,976 patrons per day over the two-day period, while the survey
resulted in a usable sample of I, 198 surveys. Thus, the survey respondents accounted for thirty
percent of the average daily boardings. This is an increase from the previous survey in 1992,
which included 25 percent of all trips. The level of precision for a survey of this size is +/- 2.8
percent at the 95 percent confidence level.
A completed survey was not a requirement to be included in the survey results. All completed
questions were included in the analysis, regardless of whether the entire survey was filled out.
As a result, sample response rates differ by question. A review of the percentage of respondents
answering each question is provided in Table 1. Travel-related and basic demographic questions
were answered by over 90 percent of respondents.

Only 70 percent answered the income

question, which usually receives the poorest response in surveys of any type.
Table 2 presents the percentage of total riders for each route included in the survey. These
percentages were found to vary by route. This was not particularly surprising, since the routes
travel through different neighborhoods with varied socioeconomic characteristics, The total
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number of surveys that were returned for each route is shown as a percent of the reported
ridership on the days that the survey was conducted.

Table 1

Response Rate by Question
Question

Rate

1.

Is this the first survey you filled out today?

94%

2.

Where did you start this trip?

98%

5.

How did you get to the bus stop?

94%

7.

What will you do when you get off this bus?

94%

8.

Where are you going now?

96%

10.

Which fare category are you in?

93%

11.

How did you pay for your fare on this bus?

96%

12.

How often do you ride the bus?

94%

13.

What is the most important reason you ride the bus?

94%

14.

How would you make this trip if not by bus?

94%

15.

How long have you been using ECAT service?

92%

16.

Your age is ...

94%

17.

You are...

93%

18.

Your ethnic origin is ...

93%

19.

Your total annual household income is .. .

70%

20.

How many cars are owned by your household?

79%

21a.

Days of service

85%

21b.

Hours of frequency

84%

21c.

Frequency of service

82%

21d.

Convenience of routes (where buses go)

83%

21e.

Dependability of buses (on time)

83%

211.

Travel time on bus

83%

21g.

Cost of riding the bus

82%

21h.

Availability of bus route information

81%

211.

Vehicle cleanliness and comfort

83%

21j.

Operator courtesy

83.%

21k.

Safety on bus and at bus stops

82%

211.

How would YOU rate overall bus service?

83%
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Table 2
Percutage of Riden Included in Survey, by Route
Route

Pereentage of ·
Route
Rldenihlp

Route 1

East Pensacola Heights

83%

Route 2

Cordova MaiVPJC

35%

Route 3

Bayview

28%

Route 15

Navy PoinVBarrancas

35%

Route 4

T-StreeVPalafox

63%

RouteS

Scenic HeightsiCordova Mall

14%

Route 6

Alcaniz/Oavis

21%

Routes 7A, 7B

Oakwood Terrace/Montclair/Ebonwood

26%

Routes 9. 9S

University MaiVUniversity of West Aorida

16%

Route 10A

Ensley

34%

Route 10B

Ensley

44%

Route 11

Myrtle Grove

32%

Route 12

Saufley/George Stone

27%

Route 13

9th Avenue/Aragon Court

29%

Route 14

Naval Air Station/Navy Boulevard

11%

Route 16

Palafox

45%

Route 18

Blue Angel Express

76%
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SURVEY ANALYSIS
The survey analysis is presented in two parts. The first part is a system profile that includes an
analysis of the full results of the survey. Questions are grouped by category (demographies,
travel behavior, and user satisfaction), and the responses to each question are provided. The
second part is a route-by-route profile, and is presented in Appendix B.

Ingeneral, the information provided includes a great deal of tabular and graphical information.
Text is limited to introducing subjects and noting or interpreting findings. The reader is
encouraged to use the table of contents and list of tables and figures for easy reference to a
patticular subject. A description of the data provided in each subsection follows.
Demographic information collected in this survey include age, gender, ethnic origin, household
income, and auto ownership. These data enable ECAT to develop a demographic profile of its
passengers. This kind of knowledge can be used in the design of marketing and information
material and the identification of target audiences.
Travel-related questions provide information such as trip origins/destinations and modes of access
and egress. This information contributes to effective scheduling, planning and service design, and
can influence. policy decisions. Questions related to fares and ridership patterns are also included
in this category.
User satisfaction is determined through responses to questions rating various aspects of ECAT
service. These ratings clearly reflect the perceptions of current riders. Aspects that passengers
perceive as being "poor" can potentially be addressed through changes in the system. By
distinguishing rider sensitivities toward specific aspects of the system, ECAT is better able to set
priorities for system improvements.

SYSTEM PROFILE - Demographic Information
Demographic-related questions include age, gender, ethnic origin, annual household income, and
vehicle ownership. Each of these questions is briefly discussed, and the responses are presented
in graphic form. Figure I shows demographic information for bus riders, based on the weighted
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total response. Table 3 and Figure 2 compare demographic characteristics of ECAT riders and
Escambia County's population, while Table 4 presents findings of this survey and the 1992
survey.
Age - Seventy-two percent of the survey respondents are between the ages 18 and 44, indicating
that most ECAT patrons are of working age. Note that approximately nine percent of ECAT
riders are over the age of 60. This is an age group which normally represents a larger segment
of the conventional transit market. Sixteen percent ofEscarnbia County's total population is over
the age of 60.
Gender - Systemwide, more women use ECAT service than men. Sixty-one percent of the
sample respondents are women. This is typical of findings on gender for other systems.
Ethnic Origin - Approximately 66 percent of the sample respondents are African-American, and
32 percent are white. A small percentage of survey respondents are Hispanic or "other."
African-Americans constitute only 20 percent of the total population of Escarnbia County.
Annual Income - Fifty-seven percent of sample respondents report an income lower than
$10,000, compared to 18 percent of all COWlty residents. An additional 23 percent report an
income between $10,000 and $14,999. These figures are typical of most bus system riders.
People who frequently use transit are usually in the lower-middle to lower income brackets. The
very low household incomes for ECAT riders suggests that a large share of the ridership is
dependent on ECAT for mobility and may have few other transportation options.
Vehicle Ownership - Approximately 57 percent of the sample respondents do not own a vehicle.
This is also typical of many conventional bus transit markets, and strongly suggests that a large
proportion of ECAT ridership is a captive market, with no other choice but to use public
transportation. However, it is interesting to note that 29 percent of the sample respondents have
one automobile in their household. This would suggest that ECAT is attracting some residents
who may have an automobile available.
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Demographic Comparison of ECAT Users and Escambia County
A demographic comparison between ECAT users and the Escambia County population is shown
in Table 3. The data support findings that most riders come from lower income categories.
While 57 percent of ECAT riders have household incomes under $10,000, only 18 percent of all
County residents report incomes in this category. The data also indicate that only a very small
segment of those within income categories $20,000 and above use transit in Escambia County.
An observation of note in this demographic comparison is that, while African-Americans are only
20 percent of the County population, this ethnic group represents the largest group of ECAT
riders (66 percent). This again is consistent with conventional wisdom regarding transit ridership,
and may be partly accounted for by socio-economic disparities between this group of county
residents and the rest of the county population.
Figure 2 presents side by side comparisoos of ECAT and Escambia County demographics.

Demographic Comparison of ECAT Surveys
CUTR conducted an identical survey of transit users on April 22, 1992. Results from the two
surveys can be compared to determine changes in transit user demographics during this two-year
period. Table 4 displays data from 1992 to 1994 in five demographic categories.
In general, the demographic changes reveal a shift away from the typical transit-dependent
profile. The percentage of riders with a household income tess than $10,000 decreased from 63
to 57 percent, white the percentage of riders with no vehicle available dropped from 62 to 57
percent. These changes are significant at the 95 percent confidence level. Other shifts support
th.is trend, although they are not statistically significant at the 95 percent level. For example, the
percentages of males and of whites have increased since 1992, while the percentage of riders 60
years of age or older has declined.
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Figure 1
DEMOGRAPIDCS
Age

Fem.Je
61%

17 years or under

18 to 24 years
25 to 34 years
35 to 44 years
45 to 54 years

Gender

55 to 60 years

Hispanic

Other
1.4%
1.4%

SYSTEM
TOTAL

White

African·American

32%

66%

Ethnic Origin

Annual Household Income

15,000 to Sl9,999
20,000 to $24,999
25,000 tO $29,999
$30,000 and over

Two

Three or more

10%

3%

One
29%

Auto Ownership
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Table 3
Demographic Comparisons witb Escambia County
Category

ECAT

Escambla County

Gender
Male
Female

39%
61%

49%
51%

Ethnic Origin
White
African-American
Hispanic
Other

32%
66%
1%
1%

76%
20%

Household Income
Less than $10,000
$10,000 to $14,999
$15,000 to $19,999
$20,000 to $29,999
$30,000 and over

57%
23%
11%
7%
3%

18%
11%
10%
20%
41%

Age
17 years or under
18 to 24 years
25 to 44 years
45 to 54 years
55 to 59 years
60 yea.rs or more

6%
22%
50%
10%
4%
9%

25%
12%
31%
11%
5%
16%

Vehicle Ownership
None
One
Two
Three or more

57%
29%
10%
3%

9%
37%
40%
14%

2%
2%
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Figure 2
DEMOGRAPHICS
Age

Female

Frmalc

61%

11%

17 years or under •
18 to 24 years
25 to 44 years

45 10 54 years

55 to 59 years
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Gender

County

60 years or more
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10% 20% 30% 40% 50%
Other
2% Afm·Amlcn

2091.

ECAT & Escambia
County Comparison

Hisptnic

2%

Whit<:
76<)(,

Ethnic Origin
Annual Household Income

$15,000 to $19,999

m

ECAT

•

County

Two

Three or mot~

10%

)<)(,

Three or more

14%

$20,000 to $29,999
None
9%

$30,000 and over
None
57%

Auto Ownership
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Table 4
Demograpbic Comparisons of ECAT Surveys
CategOtY

Current Survey

Previous Survey

(1994)

(1992)

Gender
Male
Female

39%
61%

36%
64%

Ethnic Origin
White
African-American
Hispanic
Other

32%
66%
1%
1%

29%
67%
2%

Household Income
less than $10,000
$10,000 to $14,999
$15,000 to $19,999
$20,000 to $29,999
$30,000 and over

57%
23%
11%
7%
3%

63%
20%
8%
5%
4%

17 years or under
18 to 24 years
25 to 44 years
45 to 54 years
55 to 59 years
60 years or more

6%
22%
50%
10%
4%
9%

4%
23%
47%
10%
5%
12%

Vehicle Ownership
No vehicles available
One vehicle available
Two vehicles available
Three or more vehicles available

57%
29%
10%
3%

62%
23%
10%
5%

2%

Age
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SYSTEM PROFILE - Travel Behavior
A number of questions related to travel behavior characteristics of ECAT riders were included
in the survey. Questions in this category include:
• mode of access
• trip origin
• mode of egress
• trip destination
• fare category

• fare payment method
• frequency of ridership
• reasons for using transit
• travel alternatives
• length of transit usage

These questions help identify passenger trip origin/destination and modes of access/egress. Figure
3 summarizes trip purposes and modes of access. Figures 4 through 9 present responses to
individual travel behavior questions, and compare these to the responses from the 1992 survey.
1994 responses are also shown graphically. The comparisons are discussed more fully at the end
of this section.
Trip Origin/Destination - Most survey respondents reported their trips as home or work based,
i.e., having home or work as their origin or destination. Nearly all respondents indicated that
their trip either began (60 percent) or ended (37 percent) at home. Seventeen percent of
respondents noted that their trips began at work, while 28 percent reported work as their
destination.
The survey included a question on whether the boarding and alighting bus stops were within the
Pensacola city limits. A quick check of completed surveys indicated that these accuracy of
responses to these questions was poor, and so these results are not presented in this report.
Mode of Access/Egress - The access/egress modes have been grouped into major categories:
walked, drove, dropped off/picked up, and transferred. This data is summarized in Figure 3. The
most common means (combined average of 58 percent) of access/egress is a short walk (less than
3 blocks). Transferring accounts for an additional 19 percent. It is possible that the number of
transfers is understated, since many riders were hesitant to complete a second survey after
transferring.
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Fare Category - Systemwide, the predominant fare type is the regular adult fare (77 percent),
as shown in Figure 4. It should be noted that a significant percent of responses (23 percent) fall
into fare categories generally considered transit dependent (i.e. youth, seniors, disabled).
Fare Payment Method - A majority of the respondents (64 percent) use cash as the method of
tare payment. A total of 13 percent of the respondents use monthly passes to pay their fare, and
only four percent use weekly passes. Note that the percentage of respondents using a transfer as
a method of fare payment is lower than the percentage of respondents who report transferring
from another bus as their mode of access. Presumably, many of the other transferring passengers
pay their fares with a monthly or a weekly pass, while some respondents may have reported their
initial method of fare payment. Figure 5 contains the breakdown of ridership by fare payment
method.
Frequency of Ridership - Figure 6 indicates that a significant portion (63 percent) of the ECAT
riders are regular users (over four days per week). This indicates a user group which is stable
in size and relies frequently on public transportation. The percentage of regular users may be
somewhat overstated, since frequent riders were more likely to be included in the sample.
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Figure 4
Fare Category
Fare Category

Current Survey
(19~)

Previous Survey
(1992)

6.0%

6.0%

77.2%

75.0%

Senior

9.7%

13.0%

Disabled

6.7%

6.0%

Youth
Regular Adult

Regular Adult

Senior
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FigureS
Fare Payment Method
_.

Fare

Payment · ~thod

·

· Current Survey
(1~)

'

Previous ·Survey
'
(1992)

cash

63.7%

59.0%

Monthly Pass

13.1%

21 .0%

Weekly pass

4.2%

4.0%

12.0%

10.0%

Transfer

4.2%

2.0%

Other

2.8%

3.0%

20-trip Commuter Tocket

20-Trip Commuter Ticket

Other
20%
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Figure 6
Frequency and Ridership
Frequency and Ridership

Current· Survey ·

. . ·. (1994)

.

Prevloue Survey ·

(1992)

..

4 or more days per week

62.6%

69.0%

2 or 3 days per week

22.0%

19.0%

About 1 day per week

8.5%

7.0%

less than one day per week

6.8%

6.0%

4 OC' mote days per week

2 or 3 days per week

About 1 day per week

Less than onoe a wMk
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Reasons for Using Transit - Almost 80 percent of the ECAT riders either do not drive, or do
not have a car available to them, as shown in Figure 7. This is consistent with prior observations
about the large proportion of ECAT riders who are dependent on transit to meet their mobility
needs.
Travel Alternatives - Responses to this question by ECAT riders further illustrates their transit
dependency. Over half (56 percent) of respondents indicated that they would either ride with
someone else or that they would not make the trip. This is consistent with the results of the
previous question on the most important reason for using transit. Figure 8 contains responses to
this question. Fifteen percent of the sample group indicated that they would not make the trip
if the bus were not available. For this group of riders, ECAT provides the only means of
mobility.
Length of Transit Usage - Figure 9 reveals that the majority of passengers (56 percent) have
been riding the bus for over two years, while an additional I 0 percent of all passengers have been
riding one to two years. In all, this is a stable market for ECAT service. Note, however, that
34 percent of all respondents are relatively new riders and have been riding for less than one
year.
Travel &havior Comparison of ECAT Surveys
Figures 4 through 9 compare travel behavior from the current survey with that of the previous
survey. There were very few differences between the current ECAT survey and the previous
survey. Interestingly, there was a shift toward cash and away from the monthly pass as the
method of payment. This may indicate an increase in occasional ridership. Furthermore, there
was a six percentage point decrease in patrons who rode the bus four or more days per week and
a three percentage point increase in patrons who rode two or three days per week.
A trend toward attracting new riders to transit is evident in the 3.5 percentage point increase in
patrons who had been using ECAT for less than six months and a corresponding decrease in
patrons riding ECAT more than one year.

CHAPTER 2: ECAT RIDERSHIP SURVEY

CHAPTER

2: ECAT RIDERSHIP SURVEY

Figure 7
Reasons for Using Transit
Reuons for
Using Transit

Current Survey :

Previous Survey

(1994)

(1992)

I don't drive

36.1 %

39.0%

Car is nol available

43.0%

42.0%

Bus is more economical

7.9%

8.0%

Traffic is too bad

0.9%

0.0%

Parl<ing is difficult/costly

0.3%

0.0%

Bus is more convenient

8 .0%

7.0%

Other

3.8%

4.0%

eus is mOfe eeonomieal
Traffic is too bad
Pat1ting is difticuiUcostly

Bus is more convenient

PART[: SHORT-TERM STRATEGIES

PENSACOLA URBANIZED AREA TRANSIT IMPROVEMENT STRATEGY

Figure 8
Travel Alternatives for ECAT Riders
¥
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for ECAT Riders .'.,. ' ' (1994) ..
11.8%
Drive

Previous survey
' (1992) .

41.2%

42.0%

2.9%

4.0%
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17.3%

16.0%
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11.6%

14.0%

Wouldn't make trip

15.2%

15.0%
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Bicycle

'

9.0%

Ride with someone

Wootdn't make the trip
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Figure 9
Length of Transit Usage
Current Survey
(1994)

Previous Survey
(1992) '

Less than 6 months

19.5%

16.0%

6 months to 1 year

14.0%

14.0%

1 to 2 years

10.2%

12.0%

2 years or longer

56.3%

58.0%

6 months to 1 year

2 years or longes
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SYSTEM PROFILE - User Satisfaction
Respondents were asked to indicate how satisfied they were with various aspects of the ECAT
system. Based on these observations, decisions can be made to direct efforts for future
improvements in the system based on patron perception. The results indicate positive levels of
satisfaction with each of the particular aspects.
The following service aspects have been rated by survey respondents:
(a) Days of service
(b) Hours of Service'
(c) Frequency of Service
(d) Convenience of Routes
(e) Dependability of buses
(0 Travel time on bus

(g) Cost of riding the bus
(h) Availability of bus route information
(i) Vehicle cleanliness and comfort
0) Operator courtesy
. (k) Safety on bus and at bus stops
(1) Overall ECAT Service
Figures I0 through 21 indicate user satisfaction responses for each of the above system
characteristics. Elements with the most positive ratings include safety (90. 7 percent good or very
good), operator courtesy (90.2 percent) and vehicle cleanliness and comfort (87.0 percent).
Respondents register the greatest dissatisfaction with hours of service (13.7 percent poor or very
poor), frequency of service ( 12.9 percent) and convenience of routes (8.4 percent). These service
characteristics also had high percentages of "fair" ratings. It should be noted that ratings for these
service characteristics have improved since the previous survey, as seen in the figures. 1994
ratings for each characteristic are presented in graphic format.
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User Satisfaction Comparison of ECAT Surveys
All aspects of service in the current survey bad significant increases in the "good" and the "very
good" categories, when compared with the previous survey. A 12 percentage point increase in
both dependability of buses and in vehicle cleanliness and comfort is of particular interest. This
may be related to the introduction of new buses into service since the last survey was conducted.
The percentage of respondents who rated overall ECAT service as "very good" increased from
73 percent in the previous survey to 82.6 percent in the 1994 survey. In all aspects of service,
there are significant decreases in the percent of respondents who rated services as "poor" or "very
poor." Most notably, there is over a six percentage point decrease in riders who rated the cost
of riding the bus as "poor" or "very poor."
Appendix B includes a series of graphs presenting demographic, travel behavior and user
satisfaction responses by individual ECAT route. The overall level of satisfaction is fairly
consistent across routes, from a low of 69 percent rating overall service as good or very good on
Route 3 to a high of 92 percent on Route 4. The new Route 18 (the Blue Angel Express) has
a very different ridership base, with only 40 percent female riders (compared to 61 percent
systemwide), and with 3<r percent of riders reporting incomes over $30,000 (compared to only
3 percent systemwide).
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Figure 10
User Satisfaction: Days of Service
'
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Figure 11
User Satisfaction: Hours of Service
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Previous Survey
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Figure 12
User Satisfaction: Frequency of Service
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Figure 13
User Satisfaction: Convenience of Routes
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Previous Survey
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Figure 14
User Satisfadion: Dependability of Buses
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Figure 15
User Satisfaction: Travel Time on Bus
Rating
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(1994)

Previous Survey
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Figure 16
User Satisfaction: Cost of Riding tbe Bus
..
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Figure 17
User Satisfaction: Availability of Bus Route Information
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Figure 18
User Satisfaction: Vehicle Cleanliness and Comfort
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Figure 19
User Satisfaction: Operator Courtesy
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Figure 20
User Satisfaction: Safety on Bus aod at Bus Stops
'
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Figure 21
User Satisfaction: Overall ECAT Service
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CONCLUSIONS
ECAT ridership continues to be made up primarily of the transit-dependent, those who have ·no
other alternative means of travel. Ridership is heavily weighted toward low-ineome persons
without access to a private vehicle.
ECAT has had some success in attracting new riders. The Blue Angel Express in particular has
attracted some higher-income riders who have other travel options available.
Rider satisfaction has increased over the past two years for every element of service included in
the questionnaire. The percentage of respondents who rate overall service as good or very good
has increased to 82.6 percent.
Service elements with the most positive ratings include safety (90. 7 percent good or very good),
operator courtesy (90.2 percent) and vehicle cleanliness and comfort (87.0 percent). Respondents
register the greatest dissatisfaction with hours of service (13 .7 percent poor or very poor),
frequency of service (12.9 percent) and eonvenience of routes (8.4 percent). These service
characteristics also had high percentages of "fair" ratings. Even these characteristics with
relatively low ratings have improved since the 1992 survey.

ECAT OPERATOR SURVEY
As with any transit system, the bus operators prove to be an invaluable source of information
concerning the quality of service offered to the public. Surveys were distributed to the bus
operators by ECAT management. A copy of the survey and the full results are contained in
Appendix C. A total of 14 surveys were completed by the operators.
The most frequent complaint received by the bus operators from the passengers was the need for
evening service. The riders also complained about the lack of Sunday service, infrequent service,
bus not going where they want, and the lack of bus shelters/benches. Eating or drinking on the
bus, route/destination not clear, and trouble getting information also appeared, but to a lesser
extent. The operators generally agree that the passengers complaints are valid.
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The operators were asked what improvements they think need to be made to the transit system.
Many of the operators felt that the system should provide free. transfers, put up shelters at bus
stops, and operate on Sundays. Some wanted more time in their schedules, better route and
schedule information, and new, smaller vehicles.
Seven of the 14 operators stated that there were no safety problems. No specific safety problem
was mentioned by more than one operator.
When asked on which routes the operators have trouble keeping on schedule, Routes 16 and II
were both mentioned by at least four operators. Routes 15, 7A, and I were mentioned by two
operators. No more than one operator mentioned any other schedule problems.
Routes 16, II and 7B were chosen by rwo operators as needing modification in order to stay on
schedule. Two operators felt that Route 12 should run every hour. No other modification was
mentioned by more than one operator.
By a large majority (13 to 1), operators stated that night service was necessary. The drivers also
thought that Sunday service was necessary (8 to 5). One operator did not respond to the Sunday
question.
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Chapter 3
INTERVIEWS WITH
KEY LOCAL OFFICIALS
One element of the Transit Improvement Strategies study is to interview decision-makers in the
public and private sectors in Escambia County. The purpose of these interviews is to obtain
information regarding the perceptions of the transit system, including its strong points and weak
points, and the level of community support for transit. Similar interviews were conducted in
1992 as part of the Transit Development Plan. While this round of interviews was not intended
to be a direct follow-up with the same interviewees as in 1992, questions related to changes in
perceptions over the last two years have been included.
CUTR conducted a total of seven interviews with Pensacola and Escambia County officials and
individuals in the private sector. The MPO staff assisted in identifying appropriate persons to
be interviewed. An outline of the questions included in the interview may be found in Appendix
D of this report. Results of the interviews are summarized in the following areas:
• perceptions of the transit system;
• policy issues affecting transit;
• improvements to Escambia County Area Transit.
PERCEPTIONS

Local officials report that there is no awareness of transit, either in a positive or negative sense,
on the part of most county residents. When thought of at all, transit is considered as a necessary
service to provide for a segment of the population that needs it. One official commented on the
"traditional Old South" view of transit ridership as composed of minority service workers. There
is also the perception that most vehicles are empty. According to one interviewee, people tend
to see the buses in residential neighborhoods or downtown near the end of their routes and
understandably form this impression. This person has personally observed the busy conditions
around the transfer center, but realizes that most residents never see this level of activity.
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Perceptions and levels of awareness obviously differ by neighborhood. In the poorer, more
transit-dependent areas of the county, residents are knowledgeable about routes and schedules.
As reported in the on-board survey, riders have a very positive perception of the system. In
middle-class and upper-class neighborhoods, however, transit is perceived as a means of travel
for those without other choices.
Among issues raised in the interviews were the idea that the buses do not go where people want
and the possibility that forcing people to transfer discourages transit usage. These notions suggest
that routing changes might increase ridership. The concept of replacing the current route network
based on a central transfer location with a grid system was raised, but ridership levels and the
overall density of development are not high enough in Escambia Counry to justify such a change.
Officials characterized the availability of information as reasonably good for existing riders, but
not so good for new markets. There was widespread agreement that ECAT needs to continue its
marketing efforts to publicize the transit system and educate potential new riders.
The attempt on the part of the County Commission to make significant cuts in the county's
financial support for transit raised the level of awareness. On the positive side, the number of
persons who turned out to support the transit system surprised the Commissioners, according to
one county official. On the negative side, another official reported an increased level of
awareness of the dollars going to transit that might better be used on roadway improvements.
Interviewees generally rated the bus fare as reasonable, although a minority felt that a fare
increase might be warranted. One respondent suggested a tiered fare system, with the lowest
fares for the elderly (a $100 annual pass was mentioned), a reasonable fare similar to the current
fare for those commuting to work, and the highest price for the occasional rider "cruising the
mall." ECAT' s existing fare structure offers weekly and monthly passes at a significant discount
to regular riders, as well as discounted fares for senior citizens, persons with disabilities and
students.
Urbanized areas with serious traffic congestion and limited or expensive parking in business
districts often have high transit ridership. Congestion and parking problems are effective
deterrents to the use of an automobile, especially for the trip to and from work, and provide an
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inc-entive for the commuter to consider transit Interviewees report that there are no major
problems with traffic congestion in Escambia County. Spot congestion was reported at certain
locations, with Davis Highway being mentioned most frequently. Parking is readily available and
reasonably priced. Overall traffic conditions are favorable for the automobile driver, and so the
typical commuter in Escambia County has no incentive to switch from automobile to transit
ECAT received high marks for its responsiveness to community needs.

Throughout the

interviews, repeated references were made to the absern:e of complaints about transit service and
the willingness of ECAT's management to address issues brought to its attention by community
officials. Interviewees recognize that scarce resources limit ECAT's ability to respond to
ridership needs in many cases, but continue to praise the transit agency for its willingness to
listen and to act upon suggestions when it has the ability to do so.
Interviewees agree that the primary role of the transit system is to provide mobility for people
with no other travel options. Transit was characterized as the lifeblood of those who ride,
enabling them to get to jobs, stores and services. A secondary role of the transit system is to
promote jobs. One respondent mentioned that the existence of a transit network serving most of
the urbanized area is an important selling point in the effort to attract businesses to Escambia
County.
There were mixed opinions with regard to whether perceptions of the Escambia County Area
Transit have changed over the past two years. Some cited the relocation of the transfer center
from downtown to its new location on Fairfield Drive as a positive step, but others reported that
the new location is not safe due to proximity to the county jail, or is too removed from major
activity centers. The public's reception of the new buses has been positive. Overall, however,
the system continues to be viewed as a necessary part of the infrastructure, but a part that bas
little or no impact on the lives of most county residents.

POLICIES
The interviews did not reveal a desire to change policies external to the transit system to
encourage greater usage. Land use and zoning issues were not raised as a tool to shape growth
in the county and encourage medium- or high-density nodes that might be well served by transit.
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The consensus on residential and commercial growth in the county is that it is taking place
toward the north, where there is little transit service. The transit system can do little to respond
to these trends, according to most interviewees, other than perhaps to provide service to emerging
commercial and retail centers. There is definitely no willingness to change parking policies by
either raising the price of parking or limiting the number of spaces.
Suggestions for internal policy changes include offering economic incentives to employees to
increase transit usage and offering discounts to businesses for group purchases of monthly passes.
A provision in the federal Comprehensive National Energy Strategy law enables employers to
provide employees with a transportation fringe benefit of up to $60 per month. The benefit is
for use by employees making the trip to work on public transportation or by vanpools. Any
amount up to $60 per month is tax free for the employee, and the benefit is a tax-deductible,
ordinary business expense for the employer. Since the current price of an ECAT monthly pass
is $30, there is an opportunity to explore this market with employers in the county. Chapter 8
contains a specific recommendation to establish a commuter pass program.
The interviews asked about the value of service guidelines for making decisions about specific
transit routes and proposals. Some transit systems have Board-adopted guidelines regarding when
service changes are warranted, while many systems use informal guidelines in the internal
monitoring of system performance. Most respondents were neutral on the subject, although a
preference for objective methods to assist in these decisions was expressed. Chapter 6 suggests
service performance standards for ECAT. One interviewee commented that the Board of County
Commissioners will examine cost implications of any proposal before deciding whether it merits
implementation, regardless of any guidelines that may be proposed.
IMPROVEMENTS
The interviewees agreed that any changes to the system should be targeted to meet community
needs. There was not a consensus regarding what these community needs are, beyond a need to·
operate more efficiently. Lower costs and the use of smaller buses were the most common
answers to the question of needs. Ensuring that service complies with the provisions of the
Americans with Disabilities Act (ADA) was one recommendation, and another official suggested
that ECAT serve school 'trips and provide reduced-price tokens for students. Unfortunately, the
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current transit network does not serve major school locations directly, so at present the market
for school service is limited.
All transit agencies face a choice between improvements to current service and expansion of
service to new markets. While this is not strictly a choice between two mutually exclusive
options, most agencies will emphasize one area over the other. This question was posed as part
of the interviews, and there was considerable interest in serving new markets. While some
respondents cited the importance of improving the confidence in existing service before
expanding, most interviewees expressed support for serving new markets. One interesting
comment was that most current riders use the buses for clearly-detlned purposes and would not
make additional trips if existing service were improved, so that the only area for growth is in
markets not currently served. Geographic areas mentioned included north of the existing service
area, the University of West Florida area (UWF has three trips per day), Pensacola Beach, and
Santa Rosa County. The regional concept of incorporating Santa Rosa County into ECAT' s
service area is interesting, although perhaps more long-term in scope; the official who suggested
this also commented that Santa Rosa residents would not be typical transit riders. Some
respondents defined markets in terms other than geography: youth and tourists were both
mentioned as potential new riders.
When asked if any areas deserved a higher priority for service, interviewees mentioned downtown
Pensacola in addition to other areas mentioned above. The idea of a downtown trolley appears
to be gaining acceptance, although ECAT would need a funding commitment from downtown
merchants before agreeing to operate a trolley. One interviewee brought out the need for eastwest service in the county. Citing the issue of service guidelines, one respondent said that the
worst reason to institute service in a particular area is because someone wants it; the decision
should be made objectively. Obviously, no service changes will be made purely as the result of
the interviews. The purpose of this question was to make a preliminary identification of locations
where there is a perception of need for additional service.
There were mixed responses to the idea of park-and-ride lots coupled with express bus service.
Most interviewees did not report a need for such service, but the idea that express routes could
attract a new middle-class market was recognized. As noted in the on-board survey, the Blue
Angel Express limited-stop route's ridership profile includes a much greater share of middle-class
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. riders than any other route in the system. Riders with other travel options (sometimes called
"choice" riders) can generally be attracted to transit only by a high-quality service such as a
limited-stop or express bus route.
The issue of appropriate goals for the transit agency was raised in the interviews, but did not
generate much discussion. The status quo was acceptable to most interviewees as long as there
were no complaints or demands to improve service. Among suggested goals were: increase
ridership; provide greater coverage over a broader service area; operate more efficiently; continue
to have an active presence in the community. One interviewee suggested that ECAT should
model itself after other successful systems, such as Lynx in Orlando.
Specific improvements commonly cited include marketing transit service and switching to smaller
buses. Interviewees envisioned additional marketing to "choice," middle-class residents to
broaden ECAT' s ridership base. The new training center slated to open at the Naval Air Station
(NAS) was mentioned by several respondents as the type of development that could generate
additional ridership. Other marketing ideas included working with small groups to provide
information on ECAT services, improving signage, talking to schools, and advertising more
frequently. The most interesting marketing technique raised in the interviews was to get the
politicians on the bus out at the transfer center so that they can see for themselves the quality of
service and the number of residents using the system. Greater efficiency, redesign of routes, agreater transit presence downtown (shelters or a mini-terminal), service to the beach and
installation of bicycle racks on the buses were also mentioned.
Areas of concern to the interviewees include the transit service area, the transfer center, and the
wage rates for bus operators. Officials are not sure that the transit system is serving the right
areas. The transit network design, with loop routes meeting at a central transfer location, requires
a transfer to complete many trips, and the transfer center is located away from major activity
areas. The issue of operators' pay arose at a Commission meeting shortly before the interviews
were conducted, in the context of drivers making more money than sheriff's deputies, and was
fresh in the minds of several interviewees. Other needed improvements are a plan for rational
growth of the system (which is seen as having evolved .t o its current status without guidance),
education of the public regarding transit, a broadening of the ridership base beyond the transitdependent, and a strong marketing program.
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While there were plenty of suggestions for improvements, there were very few ideas on how to
provide additional funding to enable ECAT to explore these possibilities. At the present time,
there is no willingness to provide additional funding. Most officials are expecting ECAT to
identify cost savings through more efficient operation. There is only slightly more willingness
to consider a dedicated fund for transit, such as a penny from the local option gas tax receipts,
but this idea is opposed because it takes away the flexibility to fund other needed services.
SUMMARY
At the conclusion of the interviews, CUTR asked the key local officials to identify the single
most important thing to change about the transit system, and to cite the system's strengths and
accomplishments. The responses to these questions provide an excellent summary of perceptions
of Escambia County Area Transit.
While interviewees offered a variety of responses to the question regarding the one action to take
first to improve the transit system, a clear pattern did emerge from the series of interviews. The
areas needing greatest attention are marketing and service improvements in specific areas.
Respondents see a need for more marketing activities to increase awareness of ECAT within the
community. Specifically, discretionary riders (or "middle class America") are seen as the focus
for marketing campaigns. ECAT should make these potential riders aware of the convenience,
ease of use, safety, reliability and low cost of using the bus. One reply to this question was,
"Make me comfortable about putting my wife on the bus." Marketing for the Blue Angel Express
has succeeded in attracting discretionary riders. Innovative service concepts such as the limited
stop service offered by the Blue Angel Express provide an excellent opportunity for marketing
activities of this nature. Beyond marketing campaigns, availability of basic information on using
the transit system was also emphasized, through such means as better signage or advertisements
in the Yellow Pages.
The most frequently mentioned geographic areas cited as needing attention are the beach and
downtown. Service to Pensacola Beach is clearly of interest to local officials as a way to serve
the tourist market. Trolleys were mentioned as a possibility for downtown Pensacola. One
interviewee noted that a stronger transit presence needed to be established in the downtown area.
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Several routes travel to downtown, but there is no one meeting spot for these buses since the
transfer center was moved from downtown to Fairfield Drive. An on-street combination of bus
stops and shelters might impart more of a transit presence to downtown.
Other suggestions for immediate improvements include smaller buses, service to the northern part
of the county, and bicycle racks on buses or at major bus stops.
Interviewees consistently rate management as the major strength of the transit system. The
overall viability of the system, the appearance and cleanliness of the bus fleet, increased
dependability of the buses, the caliber of bus operators, the new buses and the new logo are all
positive accomplishments, according to the interviewees. While the transfer center was cited as
an area of concern, it also received positive comments regarding its new location, viewed as more
centralized for future county growth. Local officials clearly have a great deal of confidence in
ECAT's management team, especially in its willingness to be responsive and its ability to look
to the future.
The following summary regarding perceptions of and attitudes toward ECAT may be drawn as
a result of the interviews with key local officials.
• Transit is a necessary service. Officials recognize that it is not a profitable operation, but
that it has a role in the overall transportation network.
• Transit's role is limited. ECAT provides service to county residents who have no other
means of mobility.
• The constituency supporting transit is also limited. Most interviewees would like to see
the constituency broadened to include more middle-class commuters, but there is little
willingness to provide additional local funding for the transit system. There is support for
increased marketing activities.
• The transit system is well-managed. There is a high degree of confidence in ECAT's
management. Perceived shortfalls of the transit system are seen as a result of the environment
in which transit operates (low density, little congestion, plentiful parking).

CHAPTER

3: INTERVIEWS WITH KEY LOCAL OFFICIALS

CHAPTER 3: INTERYIEWS WITH KEY LOCAL OFFICIALS

• Efficiency is a top priority. Officials need to know that the system is using local tax dollars
in an efficient maruter.
• Awareness of and experience with transit is low. There are still misperceptions, such as
that no one ever rides the buses and that ridership is composed exclusively of minorities.
Local officials might benefit from a visit to the transfer center to observe operations.
• Making improvements to the system will be difficult. Transit is not a high-priority item
among elected officials, except when funding pressures arise. Until the transit system has
greater passenger support and more certain financial means at its disposal, it will be hardpressed to make improvements.
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Chapter 4
ANALYSIS OF LIGHT-DUTY
BUSES AND VANS vs. 30-FOOT BUSES
IN FIXED-ROUTE REVENUE SERVICE
Escambia County Area Transit is requesting funding for the purchase of five new 30-foot buses
for replacement of five 1974 vintage 35-foot buses as part of the overall bus replacement program
begun in FY 1992. As an alternative, the County would like to consider the potential for the use
of light-duty smaller buses or vans in fixed-route service. As part of the TIS work, CUTR has
been requested to offer a brief recommendation on the issue of vehicle size.

BACKGROUND
The Pensacola Transit Division of the ATC Management Corporation operates the Escambia
County Area Transit (ECAT) under terms of an agreement between Escambia County and ATC
Management Corporation. ATC has operated ECAT since 1972. All personnel are employees
of the Pensacola Transit Division of ATC MaJlllgement Corporation with the exception of the
Resident Manager and Maintenance Manager, who are directly employed by ATC. All vehicles,
equipment and materials are the property of Escambia County.
ECAT operates from an Administrative and Maintenance Facility at the comer of Fairfield Drive
and L Street.

In addition to maintaining its own vehicle fleet, ECAT provides a vehicle

maintenance program to other County Departments and to several non-profit agencies approved
by the County Board of Commissioners. The vehicle maintenance program services fire engines,
ambulances and vans for use in the Head Start Program. Net profits generated by this contracted
maintenance function are used as non-operating revenue in the mass transit budget, thereby
reducing the County contribution required for local match.
ECAT is a fixed-route system consisting of 18 routes. Most routes operate at a frequency of one
trip per hour, although three routes operate at a frequency of one trip every half hour. Service
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is provided on 14 routes on Saturdays. No service is provided on Sundays and major holidays.
Span of service is from 5:00 am to 6:40 pm on weekdays and from 6:00 am to 6:40 pm on
Saturdays. All service is local fixed-route, with the exception of the Blue Angel Express route
connecting the Pensacola Airport with the U.S. Naval Air Station.
ECAT operates what is known as a pulse or timed transfer system. All routes serve the transfer
center adjacent to· the ECAT facility and are scheduled to leave from the transfer center on the
hour or half hour. This type of system facilitates easy transfers between routes.
The current ECAT bus fleet consists of 17 GMC buses purchased in 1974, and 12 Orion II buses
purchased in 1992. The GMC buses are 35 feet in length, carry 45 seated passengers, and are
not handicapped accessible. The Orion II buses are 30 feet in length, carry 29 seated passengers
and are handicapped-accessible. The GMC buses are currently being considered for replacement.
ECAT intends to replace 5 of the buses each year over the next three years. Once the GMC
buses are replaced, ECAT fixed-route service will be I 00 percent handicapped-accessible.
ISSUES
The merits of transit vehicle size periodically come up as an issue at most transit agencies. At
systems where ridership has been declining, or budgets have become increasingly tighter, transit
board members and citizens have asked the question of whether buying smaller vehicles would
be more cost effective. Their reasoning is simple: smaller vehicles cost less to operate while still
being able to serve the needs of the riding public. There are several issues, including cost, to
discuss when considering the purchase and operation of light-duty buses or vans in fixed-route
service.

Definition

According to the Federal Transit Administration's (FTA) Glossary of Transit Terms for Section
15 reporting, a class C motorbus is defined as:
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Vehicles equipped with rubber tires and pawered by diesel, gasoline, propane or other
alternative fuel engine contained wilhin the vehicle. Class C motorbuses are equipped with
less /han 25 seats.
According to the same glossary, a van is defined as:

A vehicle which has a typical seating capacity of 5 to 15 passengers and is classified as
a van by vehicle manufacturers. Standard vans are available from automobile
manufacturers and are part of their standardproduction line. A modified van is a standard
van which has undergone some s/ruc/ural changes, usually made 10 increase ils size and
particularly its height. The seating capacity of modified vans is approximalely 9 to 18
passengers.

It is assumed that the motorbus being considered for operation of fixed-route service is similar
to the 24.5-foot Diamond Coach VIP 2500E bus, described in Table 5:
Table 5
Characteristics of 24.5-foot Diamond Coach VIP 2500E Bus
Characteristic

24.5-foot Diamond Bus

Base Price

$40,000

Diesel Engine

Add $4,000

Vehicle Length

24.5 feet

Fuel Capacity
(Regular unleaded gasoline or diesel)

35 gallons

Fuel Efficiency

Dealer estimated 5 miles per gallon (gasoline), 10
miles per gallon (diesel) assumed at 3.5 (gasoline) and
7.5 (diesel) for fixed-route passenger service

Seating Capacity Base Vehicle

18, includes 3 flipseat wheelchair positions

Vehicle L~e Cycle

4 years or 100,000 miles (as per FTA guidelines)

Farebox

Add $4.000

Radio

Add $800
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It is asswned that the van being considered for operation of fixed-route service is similar in
nature to the modified vans currently in use for paratransit service at most transit agencies.
Table 6 presents the characteristics of a IS-foot Dodge Ram Maxi-van recently purchased and
modified by the Hillsborough Area Regional Transit Authority (HART) in Tampa, for use in the
provision of paratransit service. Note that a diesel engine is not available for this vehicle.

Table 6
Characteristics of a 15-foot Dodge Ram Maxi-van
Characteristic

15-foot Dodge Maxi-van

Base State Contract price

$15,370

Van Conversion Cost

.

Vehicle Length

15 feet

Fuel Capacity (Regular unleaded gasoline)

33 gallons

Fuel Efficiency

8 miles per gallon (gasoline), In urban paratrans~ use.

Seating Capacity Base Vehicle

15

Seating Capacity after Conversion

14 (no wheelchairs). lose 2 seated spaces for each
wheelchair, up to 3 wheelchair locations.

Vehicle Life Cycle

4 years or 100,000 miles (as per FTA guidelines)

Farebox

Add $4,000

Radio

Add $800

$10,814
includes raised roof (turtle top). handicapped
seating. and wheelchair lift
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Table 7 ·swnmarizes the three vehicles asswning diesel engines for the buses and gasoline for the
van.

Table 7
Comparison of Characteristics of 30-, 24.5-, and 15-foot Vehicles
Orion II

24.5-foot
Diamond Coach

15-foot
Dodge Ram Van

$220,000'

$48,800'

$30,800'

12 years

4 years

4 years

Lifecycle Cost

$18,333/year

$12,000/year

$7,700

Fuel Capacity

100 gallons

35 gallons

33 gallons

5

7.5

8

Fuel Range (miles)

500

263

264

Seating Capacity
-maximum
- with 3 wheelchairs

29
26

18
18

14
11

Vehicle
Total Purchase Price with Radio,
Farebox a nd Necessary Conversions
Vehicle Life Cycle

Fuel Efficiency (MPG)

3D .foot

• Local county match is 10 percent of total capital cost.

Factors to be Considered
The following factors should be considered when deciding on the type and size of vehicles for
use in fixed-route urban service:
•

Vehicle operating costs
- Driver costs
- Maintenance costs

•

Vehicle cost

• Vehicle life-cycle cost
• Vehicle seating, seating comfort, standing, wheelchair capacities
•

Maximum load point by route

• Scheduling issues
•

Route alignments (arterials, highways, residential neighborhoods, office parks etc.)
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• Distance between stops
• Spare parts inventory, interchangeability of vehicle components
• Training needs (driver and mechanics)
• Fuel costs, fuel capacity/range
•
•
•
.•

Frequency of repairs
ADA concerns
Farebox location and ease of use
Boarding and alighting time

• Vehicle turning radius
• Drivers operating more than one vehicle type
• Mechanics maintaining more than one vehicle type
•
•
•
•

Passenger comfort
Public perception
Image of the transit system
Safety

It is assumed that since ECAT cUITently operates 30- and 35-foot buses in their fixed-route

service, these vehicles meet the minimum needs of the above listed factors. The following
sections provide a comparison of light-duty buses and vans to heavy-duty 30-foot buses for each
criterion.

Vehicle Operating Costs
A major misconception which arises when discussing the operating costs of smaller vehicles, is
that there is somehow an immediate and significant reduction in the costs to operate the vehicle.
In fact, driver/supervisor wages and benefits account for the significant majority of the cost to
provide the service. As an example, based on FY 1993 Section 15 statistics for ECAT,
driver/supervisor wages and benefits account for 86 percent of the total system vehicle operating
expenses for fixed-route service. Fuel and lubricants is the next largest cost, accounting for 9.4
percent of the total vehicle operations costs. Assuming that the driver wage remains the same
for van or bus drivers, any significant operating costs savings would have to come from fuel
savings related to more efficient vans. Based on a fuel efficiency of 5.0 miles per gallon for the
Orion II 30-foot buses, 7.5 for the Diamond Coach and 8.0 for the van, and accounting for bulk
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purchase costs of diesel fuel ($0.60/gallon) and unleaded gasoline ($0.88/gallon), ECAT would
save approximately $4,420 per year using the Diamond Coach, and $1,100 per year with vans
if 10 percent of the current fleet were replaced and operated on typical routes.
Similarly, maintenance costs are primarily a function of the number of vehicles, and the
associated number of maintenance employees, with maintenance materials and supplies accounting
for only 27 percent of the. ECAT total vehicle maintenance expenses in FY 1993.
Vehicle Cost/Lifecycle Costs

ECAT is currently budgeting $220,000 for each Orion II 30-foot transit coach. This price
•
includes handicapped seating, wheelchair lift, farebox, and radio system. A similarly equipped
Diamond Coach would cost approximately $48,800. The 15-foot Dodge Maxi-van referenced
earlier costs approximately $26,000. Including a farebox ($4,000), and radio system ($800), the
total van cost would be $30,800.
According to ITA Circular 9030.1A, a medium size heavy-duty 30-foot transit bus would have
a lifecycle of at least 10 years or 350,000 miles. Given that the majority of ECAT buses are 20
years old and have 573,000 miles per vehicle on average, a conservative assumption would be
a 12 year lifecycle. The light-duty Diamond Coach and the van would have a lifecycle of at least
4 years or I 00,000 miles. Based on the expected vehicle life information the annualized cost of
the 30-foot Orion II would be $18,333, whereas the annualized cost of the Diamond Coach would
be $12,000, and the van would be $7,500.
Vehicle Passenger Capaeities
As stated earlier, vans recently purchased by HART seat 14 passengers and will lose 2 seats for
each wheelchair position used. The 30-foot Orion II seats 29 passengers and will also lose 2
seats for each wheelchair position. The 24.5-foot Diamond Coach would seat 18 passengers and
would trade out wheelchair positions one for one. The IS-foot vans would not provide hand rails
or proper aisle space for standing patrons. The Orion II can accommodate II standing patrons,
while the Diamond Coach would accommodate 6 standees. Based on these numbers, an Orion
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II would be capable of accommodating between two and three times the number of patrons at a
maximum load point in comparison to the van, and two-thirds more than the Diamond Coach.
According to the 1993 Transit Passenger Vehicle Fleet Inventory published by the American
Public Transit Association (APTA), the percentage of transit vehicles used in fixed-route revenue
service in the United States with a seating capacity of 18 or fewer patrons is minuscule (less than
one percent). Even smaller transit systems have found that smaller vehicles limit their flexibility.
Passenger comfort is yet another issue which must be considered in comparing the use of small
buses and vans to 30-foot buses in fixed-route service. Vans offer less headroom than buses.
Many seating arrangements in vans cause patrons to face one another or to have three persons
per bench seat. There is also no good free aisle-way to walk in when boarding the vehicle and
entering your seat, as is the case with a 30-foot bus. The Diamond Coach would be similar in
arrangement to the Orion II, though on a smaller scale.
Maximum Load Point and Scheduling

The maximum load point is the location along a specific route where the vehicle is most crowded.
Based on the passenger capacities previously discussed, if a transit vehicle anywhere along its
route carried more than 14 (without a wheelchair) passengers, a van could not be used to operate
that trip. Similarly, if a trip carried more than 24 passengers along its route it could not be
served by the Diamond Coach. Given the requirements of the Americans with Disabilities Act
(ADA), it is more realistic to consider 12 or even 10 passengers on the van as the upper limit at
the maximum load point, to allow for one or two wheelchairs.
Transit scheduling considerations also are important to consider for this issue. Given the way
schedules are designed, a bus or other vehicle larger than a van would have to be available if the
number of passengers exceeded 12 (assuming one wheelchair passenger) or 10 (assuming two
wheelchair passengers) at any time during the operator's eight-hour shifi. Similarly if the
maximum load point exceeded 24 in comparison to the Diamond Coach. The changeover
between vehicles could be done at the transfer center, which is immediately adjacent to tbe bus
garage, but the important point to note is that the use of smaller buses or vans would not reduce
the number of larger vehicles required in cases like this.
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Schedules could conceivably be rewritten to maximize the opportunities to use smaller vehicles
by designing operator shifts (or "runs") so that some runs have very light ridership. Current
scheduling practice at ECAT is intended to maximize the operator's productive revenue time and
thus minimize costs. To this end, operator runs frequently include more than one route. For
example, a run might alternate trips on a route with a round-trip travel time of 90 minutes and
another route with a round-trip time of 30 minutes. This practice, known as interlining, is
standard in the transit industry because it minimizes the number of vehicles and operators
required. Maximizing the opportunities to use smaller vehicles may result in less efficient overall
use of personnel and equipment, to the extent that a busy route could not be interlined with a
lightly-used route. The end result could well be an increase in operating costs.
Table 8 shows the maximum load point count for each route in the ECAT system based on
recently completed ridership counts. As can be seen from this table, based on vehicle passenger
capacity only routes I and 18 could be served by the van, and then only if there are no more than
one wheelchair passengers onboard. Eleven of the 17 routes shown have maximum load points
of greater than 24 passengers, and would therefore not be able to efficiently operate with the 24
passenger Diamond Coach.
Route Alignment
A van in fixed-route service does offer benefits in turning radius, vehicle weight, and perception.
A van may be allowed onto private property in order to serve a private development more
directly, whereas a 30-foot bus may be viewed as too obtrusive or unattractive, or may actually
exceed weight restrictions of certain roadways or bridges. Vans obviously have a better turning
radius than a 30-foot transit coach, although in almost all cases the normal routing of buses in
Escambia County is along major streets where the turning radius is not an issue. The operating
differences of the Diamond Coach would be minimal.
Distance Between Stops
Vans are usually used in paratransit service, where stops occur much less frequently than in fixedroute service. Paratransit service may pick up a few individuals and gradually drop them off
along an efficient path of boardings and alightings, stopping the vehicle 5-10 times per hour.
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Frequenlly paratransit ser¥ice closely resembles taxicab service, in which a passenger is picked
up and driven to a particular location. The Diamond Coach light-duty bus is generally used as
airport shuttles, and for chartered service, requiring very limited stops. On the other hand, fixedroute service may demand five stops in a single mile of urban service. The Diamond Coach and
vans highlighted in this report are not designed as heavy-duty vehicles capable of handling the
daily stop and go of fixed-route service.
Table 8

Maximum Load Point
Location

Route

nine

1

8:30AM

L and Fairfield

11

2

7:30AM

L and Fairfield

33

3

12:10 PM

PJC

24

4

5:00PM

L and Fairfield

16

5

4:00PM

L and Fairfield

30

6

7:30AM

L and Fairfield

20

7

2:50PM

Pollack Center

30

9

7:30AM

L and Fairfield

38

10A

3:30PM

L and Fairfteld

34

10B

7:00AM

L and Fairfield

30

11

4:30PM

L and Fairfield

30

12

7:30AM

L and Fairfield

15

13

7:30AM

L and Fairfield

30

14

7:30AM

L and Fairfield

45

15

7:45AM

Baptist

16

3:00PM

L and Fairfield

35

18

6:12AM

Navy Base

12

Hosp~al

Passengers

45
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Spare Parts Inventory
Having multiple types and sizes of vehicles creates concerns with spare parts inventory and the
potential interchangeability of vehicle components. As totally new vehicles are mixed into a
fleet, additional spare parts must be purchased and stored. Lost is the opportunity to interchange
parts with a large fleet of similar vehicles. Having to inventory similar (but not interchangeable)
parts takes up significant store room space and ties up capital dollars. Given that ECAT currently
maintains a variety of vehicles for the county and others, this concern is less important in
Escambia County than it might be in another transit setting.
Training and Operation
With a standardized fleet of buses sharing many components and having similar operating
characteristics, operator and mechanic training becomes much more routine and cost effective.
From a maintenance standpoint, the servicing of the vehicles is easier and more like an assembly
line operation. On a cautionary note, a driver switching from one vehicle to another must
remember that the weight, length, turning radius and braking capabilities of the vehicles ean be
quite different.
Fuel Costs, Capacity/Range
As stated earlier, the fuel capacity of the van is 33 gallons and the Diamond Coach is 35 gallons,
whereas the capacity of the 30-foot Orion II is 100 gallons. The average fuel efficiency for the
Orion II buses currently in service at ECAT is 5.0 mpg, compared to an average 8.0 mpg for a
converted van and 7.5 for the Diamond Coach. It should be noted that a van in fixed-route
service with constant srarting and stopping would have a lower fuel efficiency. The range for
an Orion II berween fill ups is approximately 500 miles, whereas the range for both the vans and
the Diamond Coach is approximately 260 miles. As an example, if a route is I 0 miles in length
one-way, operates with one bus on one hour headways, in a normal nine hour day of service the
vehicle would travel 180 miles. For the Diamond Coach and vans this would necessitate
refueling everyday, whereas the Orion Il's fueling would take place every other day.

PART[: SHORT-TERM STRATEGIES

PENSACOLA URBANIZED AREA TRANSIT IMPROVEMENT STRATEGY

The cost for bulk purchased diesel fuel is currently approximately $0.60 per gallon, whereas the
cost for unleaded mid-grade gasoline is $0.88 per gallon. Based on the above example, it would
cost $21.60 in fuel costs to run the route for one day ·with the Orion II buses versus $19.80 for
the converted vans and $14.40 for the Diamond Coach, a daily savings of only $1.80 and $7.20,
respectively. This savings would easily be outweighed (in comparison to the vans) by the costs
of refueling the vehicle twice as often.

Frequency of Repairs
As referenced in other sections, the smaller light-duty Diamond Coach or van of the type
discussed in this analysis are not designed for the stop and go nature of fixed-route service. Both<
vehicles are considered a light-duty vehicle, and therefore would be expected to have a higher
frequency of repair.
ADA Concerns

All of the vehicles would meet the minimum requirements of the Americans with Disabilities Act
regarding accessibility. As noted earlier, the actual capacity of a van in fixed-route service is
reduced from 14 passengers to 12 or even I 0 passengers, to allow for one or two wheelchairs
aboard the vehicle.

Farebox Location/Ease of Use
Using vans for fixed-route service creates a problem for safe fare collection. In order to
accommodate cash fare payments, it is necessary to have a safe and secure farebox. While it is
not necessary to have a electronic registering farebox, most systems now use these in order to
obtain the valuable ridership/fare data they collect. With vans having either a rear or side door
entrance to the vehicle, the location of the farebox is critical so as to be accessible to the patron
and not be a safety hazard. If the farebox is located near the driver, then the accessibility to the
patron is minimized (if not eliminated) thereby requiring the driver to handle cash fares for the
patrons. This is neither desirable nor in most cases allowable at almost all transit systems. The
Diamond Coach would be capable of accommodating a farebox similar in nature to the Orion II.
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Boarding and Alighting Time
As previously noted, the vans have entrances from either the side or the rear of the vehicle, and
usually not both. The Diamond Coach also has only one entrance on the curb side of the bus.
This means that patrons cannot board and alight at the same time, as can be done on the Orion

II with both a front and rear-side door. Also, patrons must move over and around others patrons
depending on the seating arrangement in the van. Both of these factors will greatly increase the
boarding and alighting time, creating longer trip times and increasing the operating costs. The
difficulty in maneuvering inside vans in fixed-route service may be a potential hardship for the
elderly passenger.
Safety
While no specific data was referenced, it is reasonable to conclude that a heavy-duty transit bus
is safer in a collision than a light-duty bus or converted van.
Public Perception
There are two sides to the story of public perception. On one hand, if the public feels that the
transit system is providing better service because a smaller bus or van looks fuller, and perceives
that smaller buses or vans are a more cost effective way to provide the service, then the transit
system will be perceived in a more positive light. On the other hand, if the gystem becomes
unreliable due to the light-duty nature of the vehicles, or if the lower capacity results in passing
by waiting riders at bus stops, then the perception may be more negative.
Image of the Transit System
CUTR's previous work on the Escambia County transit development plan revealed that the transit
system's image was poorly defined in the public eye. The absence of a clear image was traced
to the confusing visual appearance of the buses (painted all different colors by advertisers) and
to a temporary transfer facility in use after the old downtown center was tom down while the new
center was completed. When the new Orion II buses arrived in 1992, ECAT chose not to sell
the exteriors as advertising, and instead painted them all in white and blue. The appealing
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physical appearance of these buses, which were also smaller than the buses they replaced,
provided a strong visual image of the system for the first time. This effect was heightened by
the completion of a new, attractive transfer center. The advertising buses are now seen as an
interesting variation on the consistent theme provided by the new Orion II buses.
In addition to being more pleasing to the eye, the new buses promote an image of stability,
consistency and reliability for ECAT. The new system logo also improves the image. The effect
of adding of vans to the fleet on the image of transit is unclear. ECAT has made great strides
over the past two years in improving the system, primarily by providing a consistent visual
appearance to the public. As a matter of fact, while ridership remained stagnant prior to the
arrival of the new buses, ridership increased by 9.6 percent in 1992 and 6 percent in the past
year. There is a strong possibility that the introduction of smaller light-duty buses or vans to the
fixed-route fleet would undercut the sense of stability and reliability. Vans may even appear to
be less permanent than buses. The effect of a transit system's image on existing and potential
passengers is subtle, but perceptions play a very important role in the decision to use transit.
CONCLUSIONS
Three issues stand out in the comparison of smaller light-duty buses and vans versus heavy-duty
30-foot buses: cost, efficiency, and image and public perception. In analyzing costs, some
operating costs may be saved through fuel efficiency, but certainly not as much as one might
imagine. As stated in the report, the significant majority of the cost to operate a transit vehicle
in fixed-route service is the driver's wage and benefits. The other major factor for total operating
expenses is vehicle maintenance. Due to the light-duty nature of the smaller bus and van, it is
expected that brake and transmission components would need to be replaced on a much shorter
cycle than that for heavy-duty buses.
Public perception related to the vehicle size and perceived lower operating costs remain very
important factors when considering the purchase of smaller buses and vans for fixed-route service.
One danger is that public perception can be quickly eroded by inferior service.
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The ability to standardize a fleets parts inventory is also very important when considering the
purchase· of vehicles. Standardized fleets allow for a sign.ificantly smaller parts inventory, and
tie up Jess capital dollars in parts.
A vehicle mix consisting of different buses and vans can limit scheduling flexibility. Restricted
opportunities for interlining due to the lower passenger capacity of smaller buses and vans can
result in reduced efficiency and increased operating costs.
Other issues which argue against the purchase of smaller light-duty buses and vans for fixed-route
service include operator training, passenger comfort, vehicle safety and boarding and alighting
times. While these issues affect all riders, vans in fixed-route service may pose a particular
hardship for the elderly.
Smaller buses and vans do have a place in the provision of transit service. Demand responsive
service agencies have been using vans quite successfully. Other areas for van use include
vanpools, and short distance, low ridership shutt.les. The smaller buses have been used quite
successfully in charter service and as airport shuttle vehicles.
Based on the infonnation provided in this analysis, CUTR recommends the continued purchase
of 30-foot heavy-duty buses for use in fixed-route service at ECAT.
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Chapter 5
ECAT PRODUCTIVITY EVALUATION
INTRODUCTION
A major part of any comprehensive operational analysis is an evaluation of the individual routes
that make up the transit system. Service levels typically vary by route and by time of day,
depending on the route length, demand tor transit, and type of area served. The goal of the
service planning process is to match service to demand. Thus, as a general rule, the most
frequently traveled routes should have the greatest frequency, while lightly-utilized routes, often
in outlying areas, can have relatively infrequent service.
The frequency of weekday bus service at ECAT is one bus per hour on 13 of the 18 current
routes. The exceptions are Routes 1 and 12 (one bus every other hour during most of the day,
with moroo nequent service in the peak periods), Route 2 (a three-hour gap in service during the
midday period), Route 16 (one bus every 30 minutes), and Route 18 (peak period limited-stop
service only). These frequencies are typical of small transit agencies in Florida, but it is difficult
to attract discretionary riders to the bus system with such infrequent service. The route
productivity analysis identifies routes that perform well and might deserve increased frequencies,
as well as routes that perform poorly and might be cut back, restructured or discontinued.
It should be noted that a performance-based evaluation is only one measure of the need for a

particular route. Other factors such as service area coverage and the relationship of a specific
route to the entire transit network also must be considered. The focus of this section, however,
is on route performance. Productivity measures are described below, and are applied to the routes
operated by ECAT in fiscal year 1994. These measures arc used to generate an overall ranking
of the routes, and each route is then discussed in greater detail.
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PRODUCTIVITY MEASURES
How do we measure the productivity of a transit route? Ridership, revenue, cost and level of
service provided are all important factors to be included in an evaluation of this nature. An
additional consideration is to employ data that are already being collected, so that existing data
collection procedures are utilized and the need to gather information is minimized. This
productivity evaluation relies on data contained in the Section IS report required by the Federal
Transit Administration (FTA) of all transit operators. FY 1994 is the base year for this analysis,
even though FTA has not yet had the chance to review and validate the 1994 Section 15 data,
because this is the most current information available. Note that Section 15 data are not broken
down by weekday and weekend service. For this evaluation, annual data combining weekday and
weekend service are used.
The Section 15 variables of interest include:
•
•
•
•

total passengers;
revenue vehicle miles;
revenue vehicle hours;
total vehicle hours;

•

total re.venue.

ECAT collects data by route on all of these variables. In addition, CUTR has calculated two
additional variables by route:
• total trips;
• total route cost.
Trips per route arc figured from ECAT's published schedules. Route cost can be difficult to
measure; some transit systems have developed a cost allocation model that takes into account
fixed and variable costs. In the absence of such a model for ECAT, route cost is calculated by
multiplying the FY 1993 average cost per vehicle hour by the total vehicle hours operated on a
particular route. Note that this cost calculation includes fixed costs such as overhead, and thus
is likely to be higher than the actual cost of operating the route. Since all route costs are
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Table 9
Performance Input Variables

FY 1994
Route
No.

Route Name

Total
Riders

Revenue

MllflS

Revenue
Hours

Total
Hours

Total
Trips

Total
Rev41nue

Formula

Rl Cost•

1

East Pensacola Heights

16.279

32,999

. 1,758

1,965

2,040

$8,939

$84,966

2

Cordova MaiVPJC

43,546

25,947

2,643

2,651

2 ,550

$25,823

$114,594

3

Bayview

45,293

54,559

4,632

4,827

3,360

$25,370

$208,667

4

T StreeVPalafox

42,647

40,470

3,777

3,903

3,915

$25,512

$168,733

5

Scenic Heights

106,591

81 ,231!

5,674

6 ,108

3,915

$63,503

$264,043

6

Alcaniz/Oavis

60,605

41,411

4,044

4,723

4,220

$34,998

$204,185

7

Oakwood Terrace

66,196

31!,731

3,316

3,566

6,770

$37,967

$154,170

8

U'WF/EIIyson Indus Park

2,637

9,285

552

656

448

$1,532

$28,341

9

University Mall

80,526

91,683

6,688

7 ,808

4,680

$51,351

$337,533

10a

Ensley

50,160

70,745

5,230

5,591

3,615

$32,454

$241,715

10b

Ensley

53,31!5

69,379

4,797

5,231

3,665

$33,032

$226,125

11

Myrtle Grove

94,231!

66,193

3,856

4,407

3,915

$54,600

$190,536

12

Saufley/George Stone

21,407

37,402

2,007

2,104

2,040

$13,315

$90,962

9th Avenue/Aragon Court

71,966

49,669

3,862

4,170

3,915

$41,982

$180,251

Q

13
14

NAS/Navy Boulevard

115,385

116,145

6,795

6,943

3,865

$69,516

$300,146

"i

15

Navy PoinVBarrancas Avenue

105,808

64,483

5,4 53

5,739

3,815

$65,599

$248,081

~

16

Palafox/Downtown

126,786

44,359

3,340

3,761

6 ,720

$75,351

$162,607

17

Cantonment

1,262

5,783

253

331

328

$807

$14,294

18

Blue Angel Express

8,849

35,818

2,583

3,144

1,785

$5,997

$135,904

Special

6 ,391

3,618

270

283

$1,598

$12,244

1,121,956

999,916

71,532

77,911

$669,247

$3,368,097

Q

"'
~....
..

g
R
~
;:::

:::!
t'1

...~

~
::!

~

Spec

Total

na
65,561

• Formula route cost is based on FY 1994 total hours multiplied by FY 1993 average cost per total hour ($43.23) .
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calculated in the same manner, the net effect is to distribute all fixed costs by route in proportion
to the vehicle hours operated.
Route-level data for each of the eight variables used as input to the productivity evaluation
process are shown in Table 9. Performance measures can then be constructed from these
variables. This analysis is modeled on procedures used at HARTline in Tampa to monitor
performance, and incorporates six productivity measures:

• revenue/cost ratio;
•

revenue per revenue mile;

• revenue per revenue hour;
• passengers per revenue mile;
• passengers per revenue hour;
• passengers per trip.
It should be noted that two of the routes in Table 9, Route 8 (UWF!Eilyson Industrial Park) and
Route 17 (Cantonment) were discontinued during FY 1994. The data for Route 17 represent two
months of operation, while the data for Route 8 cover three months of service. The "Special"

route reflects service provided for special events. In addition, Routes 7 A (Oakwood Terrace/
Montclair) and 7B (Oakwood Terrace/Ebonwood) are analyzed jointly as Route 7.
Revenue/cost ratio is calculated by dividing revenue by cost. This is sometimes referred to as
the farebox recovery ratio, since it is a measure of the percentage of total costs recovered through
fares paid by passengers. This ratio is the only cost-based indicator in the analysis, and it is a
standard measure in widespread use in the transit industry.
Revenue is addressed in rwo other measures. Revenue per revenue mile is total revenue divided
by revenue vehicle miles. This reflects the revenue obtained in a typical mile of bus service.
Similarly, revenue per revenue hour is total revenue divided by revenue vehicle hours, and
reflects the revenue obtained per vehicle in a typical hour of bus service.
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Transit ridership is the focus of the remaining three measures. Passengers per revenue mile is
the total passengers divided by revenue vehicle miles. Passengers per revenue hour is obtained
by dividing the total number of passengers by revenue vehicle hours. Passengers per trip is the
average number of hoardings on a single trip, and is calculated by dividing the number of
passengers by the number of vehicle trips. The ECAT route structure is composed primarily of
routes operating in loops (as opposed to a grid) and meeting at the transfer center. Thus, a trip
is defined . as starting and ending at the transfer center. These three indicators can be
characterized as measures of effectiveness, since they calculate the amount of service consumed
per unit of service provided.
PRODUCTIVITY EVALUATION
The first step in the evaluation process is to calculate the six productivity measures by route and
for the system as a whole. Then, for each individual measure, a route's performance is compared
to the overall system performance. This comparison is done by taking the ratio of the route value
to the system value. Once this process is completed for all six mea5lu-es, a final score is
calculated for each route as the average of the six performance ratios. This score is used to rank
the routes.
Table I0 presents the productivity evaluation measures for all routes and for the system, while
Figure 23 provides a graphic display of each route's performance. Table II demonstrates how
the final score is calculated, using Route I as the example. Route l's revenue/cost ratio is 10.52
percent, or 53 percent of the system's revenue/cost ratio (19.87 percent). Revenue per revenue
mile for Route I is $0.27, 40 percent of the systemwide average of$0.67. Route J's revenue per
revenue hour is $5.08, yielding a ratio of 0.54 compared to the system's $9.36. Ratios for the
remaining three variables are 0.44 for passengers per revenue mile (0.49 for Route I, 1.12 for
the system), 0.59 for passengers per revenue hour (9.26 for Route I, 15.68 for the system), and
0.47 for average passengers per trip (7.98 for Route I, 17.02 for the system). The score for
Route 1 is the average of these six scores, shown as 0.496 in Table II. This score is relatively
low, and produces a ranking of 17 for Route 1 out of the 20 routes shown, as seen in Table II
and Figure 23.
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Table 10
Performance Evaluation Measures

~

"':-;."-1

FY 1994

!::l

c
"'...

Route
No.

Route Name

~

~
"-'

~

~

~

Revenue
Cost
Rallo

Revenue per Revenue per
Revenue
Revenue
Mile
Hour

Passengers
per
Revenue
Mile

Passengers
.' Average
per
Passengers
Revenue
· per Trip
Hour

Score

Rank

1

East Pensacola Heights

10.52%

$0.27

$5.08

0.49

9.26

7.98

0.496

17

2

Cordova MatVPJC

22.53%

$1.00

$9.77

1.68

16.48

17.08

1.203

6

3

Bayview

12.16%

$0.46

$5.48

0.83

9.78

13.48

0.675

15

4

T StreeVPalafox

15.12%

$0.63

$6.75

1.05

11.29

10.89

0.787

12

5

Scenic Heights

24.05%

$0.78

$11.19

1.31

18.78

27.23

1.257

4

6

Alcaniz/Davis

17.14%

$0.85

$8.65

1.46

14.98

14.36

1.026

9

7

Oakwood Terrace

24.63%

$0.98

$11.45

1.76

20.56

10.07

1.233

5

8

UWF/EIIyson Indus Park

5.40%

$0.16

$2.78

0.28

4.78

5.89

0.286

18

9

University Mall

15.21%

$0.56

$7.68

0.88

12.04

17.21

0.831

11

10a

Ensley

13.43%

$0.46

$6.21

0.71

9.59

13.88

0.681

14

10b

Ensley

14.61%

$0.48

$6.89

0.77

11.12

14.56

0.739

13

11

Myrtle Grove

28.66%

$0.82

$14.16

1.42

24.44

24.07

1.405

2

12

Saufley/George Stone

14.64%

$0.36

$6.63

0.57

10.67

10.49

0.631

16

13

9th Avenue/Aragon Court

23.29%

$0.85

$10.87

1.45

18.64

18.39

1.193

7

14

NAS/Navy Boulevard

23.16%

$0.60

$10.23

0.99

16.98

29.85

1.146

8

15

Navy Point/Barrancas Avenue

26.44%

$0.78

$12.03

1.25

19.40

27.73

1.293

3

16

Palafox/Oowntown

46.34%

$1 .70

$22.56

2.88

37.96

18.87

2.226

1

17

Cantonment

5.65%

$0.14

$3.19

0.22

4.98

3.85

0.262

19

18

Blue Angel Express

4.41%

$0.17

$2.32

0.25

3.43

4.96

0.242

20

13.05%

$0.44

$5.92

1. 77

23.67

1.006

10

19.87%

$0.67

$9.36

1.12

15.68

Spec

Special
ECAT System

NA
17.02

Figure 23
ECAT Route Performance
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Table 11
Example of Productivity Calculations
Performance Measure

Route 1

ECAT System

Ratio

Revenue/Cost Ratio

10.52%

19.87%

0.53

Revenue per Revenue Mile

$0.27

$0.67

0.40

Revenue per Revenue Hour

$5.08

$9.36

0.54

Passengers per Revenue Mile

0.49

1.12

0.44

Passengers per Revenue Hour

9.26

15.68

0.59

Passengers per Trip

7.98

17.02

0.47

Total Score for Route 1

0.496

Interpretation of the individual and final scores may be made without reference to the route
rankings. A score of 1.00 means that the route's performance is on a par with the system
performance. A score of greater than 1.00 represents above-average performance, while a score
of less than 1.00 is below average.
Route 16 (Palafox/Downtown) is ranked first by a wide margin. In fact, Route 16 was best in
each of the performance measures. As noted earlier, Route 16 has the most frequent service (one
bus every 30 minutes), and it is also the most di.rect link between the Transfer Center and
downtown Pensacola. Other routes scoring above 1.25 include Route ll (Myrtle Grove), Route

5 (Scenic Heights) and Route 15 (Navy Point/Barrancas Ave.).
The poorest performer among the routes is Route 18, the Blue Angel Express. This route began
service in March 1993. As the newest route in ECAT's system, the Blue Angel Express is not
expected to perform at the same level as more established routes. This route also differs in that
it is operated as a limited-stop service and is intended to attract discretionary riders to the transit
system. As the ridership survey results show, Route 18 is the only ECAT route to have a
significant proportion of ridership with incomes above $30,000. Any new service takes time to
mature and to build its market. Route 18 is funded through FOOT's Urban Corridor Program,
and state funds pay for all of its operating expenses. At the end of the three year demonstration
period, ECAT will decide whether ridership warrants continued operation of this route.
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Other routes scoring below 0.50 include Route 17 (Cantonment), Route 8 (UWF/Ellyson
industrial Park) and Route I (East Pensacola Heights). Route 17 has been discontinued due to
low ridership and high expenses. Route 8 has been discontinued as a separate route, although
three daily trips are operated to UWF as Route 98, a branch of Route 9. Route I is still in
operation. Incidentally, an identical productivity evaluation was performed without the
discontinued routes, but the service on these routes was so minor in comparison to overall ECAT
service that there was virtually no change in the results.
The route productivity evaluation technique provides an objective means to assess the
performance of individual routes within the context of the overall bus network. This evaluation
might best be used as an "early warning system" indicating that there is a problem with a given
route. ECAT can then examine options to improve route performance. One of the strengths of
this technique is that it uses data already being collected, and thus can be easily implemented by
ECAT at little or no cost.
Other factors that may be important in deciding on a course of action are the availability of
alternate transit service along a route, the desired geographic area coverage, and the length of
time the route has been operating. The Blue Angel Express, as noted earlier, is viewed properly
as a new type of service that will hopefully build a market over time; thus, its performance in
FY 1994 is not treated in the same way as other routes. In other cases, if a route is the only one
to provide service to a particular area of the county, it may be continued despite, poor
performance if there is a perceived need to serve that neighborhood or area.
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The following se<:tion summarizes the performance of each route. Strengths and weaknesses are
noted, and candidate routes for more detailed consideration are identified.
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Route 1 East Pensacola Heights
Description: Route I and Route 3 operate in opposite directions along the same loop, with Route

I traveling in a clockwise direction. Route I serves Cordova Mall, East Pensacola
Heights along Bayou Boulevard, East Hill and Texar Drive.
Route I has service every two hours for most of the day, with somewhat greater
frequencies in the morning and afternoon peak periods. There is no Saturday
servtce.
Score:

0.496

Rank:

17

Strengths:

East Hill has a high proportion of elderly population and moderate density, while
the Texar Drive route segment travels through a low-income area. Routes I and
3 provide the only service to East Hill and East Pensacola Heights.

Weaknesses: Route I ranks at the bottom of local routes still in operation. Its routing is
circuitous as it leaves Bayou Boulevard and 12th Avenue to wind through
residential neighborhoods. It does not offer direct service to a central destination
along most of its route (although it is a convenient return route from Cordova Mall
to the neighborhoods it serves). Although it travels close to downtown, it does not
provide direct service to downtown.
Action:

Prime candidate for major restructure or elimination.
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Rml/e 2 Cordova Ma/1/PJC

Description: Route 2 serves Cordova Mall, Pensacola Junior College (PJC), Sacred Heart
Hospital, and the Pensacola Regional Airport. Route 5 provides similar service
from the Transfer Center to the Cordova/PJC/Sacred Heart area, while Route 9
provides similar service in the opposite direction.
Route 2 generally leaves the Transfer Center every hour on the half-hour, except
at II :30 a.m. and 12:30 p.m. There is no Saturday service.
Score:

1.203

Rank:

6

Strengths:

Route 2 provides the most direct service to Cordova Mall, Pensacola Junior College
(PJC), Sacred Heart Hospital, and the Pensacola Regional Airport. Route 2 is the
only local bus to travel into the airport (the Blue Angel Express also serves the
airport directly). The Cordova/PJC/Hospital complex is a major activity center in
Escambia County.

Route 2 is a compact, well-defined route serving major

destinations.
Weaknesses: None identified.
Action:

Additional service may be warranted to eliminate the present midday gap.
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Rou1e 3 Bayview
Description: Route 3 and Route I operate in opposite directions along the same loop, with Route
3 traveling in a counter-clockwise direction. Route 3 serves Tcxar Drive, East
Hill, East Pensacola Heights and Cordova MaiL
Route 3 leaves the Transfer Center every hour on the hour on weekdays. There are
six trips on Saturday.
Score:

0.675

Rank:

15

Strengths:

East Hill has a high proportion of elderly population and moderate density, while
the Texar Drive route segment travels through a low-income area. Routes I and
3 provide the only service to East Hill and East Pensacola Heights.

Weaknesses: Route 3 ranks near the bottom of local routes, and faces many of the same
problems as noted for Route I. Its routing is circuitous as it leaves Bayou
Boulevard and 12th Avenue to wind through residential neighborhoods. It docs
ofler direct service to Cordova Mall from East Pensacola Heights, and to tbe
Transfer Center from Cordova Mall and PJC. ECAT personnel indicate that tbe
only significant use of Route 3 is by PJC students returning to the Transfer Center
on one or two trips in the afternoon. Although it travels close to downtown, it
does not provide direct service to downtown.
Action:

Route 3 should be retained, particularly if Route I is discontinued. Opportunities
for streamlining or otherwise restructuring the route to provide more di.rect service
should be pursued. It is possible that this route is too comprehensive, and would
work better as a non-loop route.

CHAPTER 5: ECAT PRODUCTIVITY EVALUATJON

Figure 26

Route 3

+

.....
.....
0

z

z

r

-

"U

en

~

~

~

~

z

m

z z<D
0

~

-·en
Cl>

....

:;:.
~

0>

~·

·~

~·· --...._..

. J:."NSACOLI 1.-HIIANIZI::< · "IlEA TRANSIT l.1tPROVEMENT STRATEGY

Route 4 T Street/Palafox
Description: Route 4 serves the Brownsville neighborhood, including its Plea Market area, and
downtown. While not the most direct route between the Transfer Center and
downtown, Route 4 directly serves City Hall and the Judicial Center. Route 4
leaves the Transfer Center every hour on the hour on weekdays and Saturday.
Score:

0.787

Rank:

12

Strengths:

Brownsville has the greatest residential density and the highest proportion of lowincome households in all of Escambia County, as well as a considerable number
of households without a private vehicle and a large elderly population. Route 4
travels along a relatively direct path to downtown from the west.

Weaknesses: Given the transit-dependent nature of the neighborhoods it traverses, it is somewhat
surprising that Route 4 does not have a higher score.
Action:

Route 4 is below average, but performs acceptably. No action is recommended.
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Figure 27
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Route 5 Scenic Heights
Description: Route 5 and Route 9 travel along the same loop in opposite directions, with Route
5 traveling in a counter-clockwise direction.
Route 5 serves the
Cordova!PJC/Hospital complex, Scenic Heights to the northeast, West Florida
Hospital, University Mall and Davis Highway. Service was recently extended to
the Moorings Apartments in the Scenic Heights area. Route 2 provides similar
service from the Transfer Center to the Cordova!PJC/Sacred Heart area.
Route 5 generally leaves the Transfer Center every hour on the hour on weekdays
and Saturdays.
Score:

1.257

Rank:

4

Strengths:

Route 5 provides direct service from the Transfer Center to the Cordova/PJC/
Hospital Complex, a major activity center. Route 5 is clearly the more successful
of the two paired routes on the loop. Route 5 ranks fourth overall, and third in
terms of average passengers per trip, while Route 9 ranks eleventh.

Weaknesses: Route 5 is a long loop route, serving both the Ninth Avenue and Davis Highway
corridors in conjunction with Route 9. There is also a lengthy detour from Ninth
Avenue to serve Old Spanish Trail northeast of the airport.
Action:

It may make sense to split Routes 5 and 9 into separate routes, one serving Ninth

Avenue and the other serving Davis Highway. The Old Spanish Trail portion of
the route also deserves closer examination.
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Figure 28
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Route 6 Alcaniz!Davis
Description: Route 6 connects the Transfer Center and downtown through a portion of the East
Hill neighborhood and low-income residential areas north of downtown and just
cast of 1-110. In the downtown area, Route 6 directly serves City Hall and the
Judicial Center via a loop also travelled in the opposite direction by Route 13.
Route 6 leaves the Transfer Center every hour on the half-hour on weekdays and
Saturday.
Score:

1.026

Rank:

9

Strengths:

Route 6 serves transit-dependent neighborhoods, providing residents with access to
downtown and to the Transfer Center.

Weaknesses: There is some overlap between Route 6 and Route 13, which uses Ninth Avenue,
a few blocks to the east of Alcaniz/Davis Streeis.
Action:

Route 6 has the score closest to 1.00, suggesting that it is the most "typical" route
in terms of performance. No immediate action is recommended, but there is a
possibility of combining Routes 6 and 13 to create a stronger route with more
frequent service. It may also be possible to shorten the length of the loop at the
downtown end of the route.
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Route 6
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Routes 7A and 7B Oakwood Terrace
Description: Routes 7A and 79 serve Oakwood Terrace along the same basic loop in opposite
directions. Route 7 A also serves the Montclair subdivision, while Route 7B
provides service to the Ebonwood area. Selected trips (two per day on weekdays
on each route) serve the Pollak Rehabilitation workshop directly. Route 7A leaves
the Transfer Center every hour on the half-hour, and Route 7B leaves the Transfer
Center every hour on the hour on weekdays. There are eight Saturday trips on
Route 7 A and five Saturday trips on Route 7B. Route statistics are not kept
separately for the two routes.
Score:

1.233

Rank:

5

Strengths:

Routes 7 A and 7B provide the only transit service in residential areas to the
immediate northwest of the Transfer Center. There is a substantial number of lowincome households in these areas. These routes are above average in terms of
productivity.

Weaknesses: The 7B routing is circuitous south of Fairfield Drive.
Action:

No action is recommended.
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Routes 7 A and 7B
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Route 9 University Mall
Description: Route 9 and Route 5 travel along the same loop in opposite directions, with Route
9 traveling in a clockwise direction. Route 9 serves Davis Highway, University
Mall, West Florida Hospital, Scenic Heights, and the Cordova/PJC/Hospital
complex. Service was recently extended to the Moorings Apartments in the Scenic
Heights area. Route 2 provides similar service from the Cordova/PJC/Sacred Heart
complex to the Transfer Center.

Route 9S provides limited service to UWF and Azalea Trace via a branch from the
Route 9 routing, following the former Route 8 alignment.
Route 9 leaves the Transfer Center every hour on the half-hour on weekdays and
Saturdays. Route 9S operates three trips daily on weekdays only.
Score:

0.831

Rank:

II

Strengths:

Route 9 provides direct service from the Transfer Center to University Mall, one
of the two major shopping centers in Eseambia County, and alw serves Davis
Highway, a busy north-south thoroughfare.

Weaknesses: Route 9 is less productive than Route 5, which ranks third overall, and second
terms of average passengers per trip. As noted in the Route 5 discussion, Route
9 is a long loop route, serving both the Ninth Avenue and Davis Highway
corridors. There is also a lengthy detour from Ninth Avenue to serve Old Spanish
Trail northeast of the airport.
Action:

It may make sense to split Routes 5 and 9 into separate routes, one serving Ninth

Avenue and the other serving Davis Highway. The Old Spanish Trail portion of
the route also deserves closer examination.

"liAPTER.

4T PR.f-:

>"/YITY

Er

"1!.- fT/ON

Figure 31

Routes 9 and 9S
University Mall/ University of West Florida
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Rowe 1OA Ensley
Description: Route lOA and Route lOB travel along the same loop in opposite directions, with
Route IOA traveling in a clockwise direction.

Route IOA serves the Ensley,

Lincoln Park, Old Palafox and Wedgewood areas, primarily via Old Palafox
Highway and Pensacola Boulevard. Route I OA leaves the Transfer Center every
hour on the half-hour on weekdays, and every two hours on Saturdays.
Score:

0.681

Rank:

14

Strengths:

Routes IOA and IOB provide the only transit service to the communities along the
loop.

Weaknesses: Route lOA is a poor performer, ranking higher than only Routes I, 3 and 12 among
current local routes. It is a long, circuitous loop, with several deviations from the
major streets (especially Pensacola Boulevard) to serve particular locations.
Action:

Given the lackluster performance of Route I OB, the possibility of combining the
two loop routes i.nto a single route should be considered. The loop could also be
streamlined.
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Route JOB Ensley
Description: Route I OB and Route I OA travel along the same loop in opposite directions, with
Route I OB traveling in a counter-clockwise direction. Route I OB serves the HRS
Center, Ensley, Lincoln Park, Old Palafox and Wedgcwood areas, primarily via
Pensacola Boulevard Old and Palafox Highway. On most weekday trips, this route
also serves the VA Clinic. Route I OB leaves the Transfer Center every hour on the
hour on weekdays, and every two hours on Saturdays.
Score:

0. 739

Rank:

13

Strengths:

Routes I OB and lOA provide the only transit service to the communities along the
loop.

Weaknesses: Route lOB is marginally better than Route IOA in terms of productivity (possibly
due to its service to HRS), but is still below average in terms of performance. It
is a long, circuitous loop, with several deviations from the major streets (especially
Pensacola Boulevard) to serve particular locations.
Action:

Given the poor performance of Route IOA, the possibility of combining the two
loop routes into a single route should be considered. The loop could also be
streamlined.
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Route 1J Myrtle Grove

Description: Route II serves the Brownsville, West Pensacola and Myrtle Grove areas and the
Mariner Mall. The route loops through Myrtle Grove in one direction only. Route
II leaves the Transfer Center every hour on the half-hour on weekdays and
Saturday.
Score:

1.405

Rank:

2

Strengths:

Brownsville has the greatest residential density and the highest proportion of lowincome households in all of Escambia County, as well as a considerable number
of households without a private vehicle and a large elderly population. Route II
also provides the only transit service to Myrtle Grove. The route has the secondbest performance ranking of all ECAT routes.

Weaknesses: No weaknesses are identified.
Route II is a prime candidate for more frequent service, one bus every 30 minutes.

Action:

•
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Route 12 Saujley!George Stone
Description: Route 12 serves the northwest Pensacola area, including Bell view and the George
Stone Vocational Technical Center directly, and loops through Oakcliff, Avondale
and Cerny Heights on its return trip to the Transfer Center. Route 12 leaves the
Transfer Center every hour on the half-hour during the morning peak period, and
every two hours at other times. There is no Saturday service.
Score: ·

0.631

Rank:

16

Strengths:

The George Stone Vocational Technical Center is a major attractor for this route,
which also provides the only transit service to the north and west of Fairfield Drive
and Mobile Highway.

Weaknesses: Route 12 is the second-worst local route still in operation in terms of productivity.
Its routing is indirect on the return trip to the Transfer Center, and the communities
served by the return loop can only ride in one direction.
Action:

The route might perform better if it were streamlined to operate along Mobile
Highway in both directions, although this would eliminate transit service in
Oakcliff, Avondale and Cerny Heights. Service might be further reduced by
matching route operation to peak demand times at George Stone Vocational
Technical Center.
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Route 13 Ninth Avenue/Aragon Court
Description: Route 13 serves low-income residential areas north and east of downtown,
including Aragon Court and Gonzalez Court. In the downtown area, Route 13
operates on a loop in the opposite direction from Route 6, and serves City Hall and
the Judicial Center. Route 13 leaves the Transfer Center every hour on the halfhour on weekdays and Saturday.
Score:

1.193

Rank:

7

Strengths:

Route 13 serves transit-dependent neighborhoods, providing residents with access
to downtown and to the Transfer Center.

Weaknesses: There is some overlap between Route 13 and Route
Davis Streets, a few blocks west of Ninth Avenue.
Action:

6,

Route 13 is above average in terms of productivity.

which uses Alcaniz aod

No immediate action is

recommended, but there is a possibility of combining Routes 13 and 6 to create a
stronger route with more frequent service. Route 13 might also be streamlined by
eliminating the mid-route detour to 12th Avenue.
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Route 14 Naval Air Statio•liNavy Boulevard
Description: Route 14 links the Transfer Center, downtown, the Naval Air Station (NAS), Corry
Field, Navy Hospital, the Navy Exchange Shopping Center and the Warrington and
Navy Boulevard areas. A long, busy route, Route 14 has the greatest number of
revenue miles and revenue hours in ECAT's system. Route 14 leaves the Transfer
Center every hour on the half-hour on weekdays, and every hour on the hour
except in tbe midday period on Saturday.
Score:

1.146

Rank:

8

Strengths:

Route 14 serves NAS, the largest employer in Escarnbia County. Route 14 ranks
first in average passengers per trip.

Weaknesses: Route 14 takes 28 minutes to travel through the various sections of NAS. This is
the longest route in the ECAT system, with a round-trip time of just under two
hours.
Action:

The route is above average in terms of productivity, but would be helped if the
Navy were to operate a shuttle covering part or all of the NAS. ECAT might also
explore whether every trip needs to serve Navy Hospital and Corry Field.
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Route 15 Navy Point/Barrancas Avenue
Description: Route 15 serves downtown, Baptist Hospital, North Hill, Barrancas Avenue and
Warrington, with branches to Navy Point and Beach Haven. Route 15 leaves the
Transfer Center every hour on the halt~hour on weekdays, and every hour on the
hour except in the midday period on Saturday. Weekday buses alternate between
the two branches, while all Saturday buses serve Navy Point.
Score:

1.293

Rank:

3

Strengths:

Route 15 ranks third in terms of productivity. It serves transit-dependent
neighborhoods between the Transfer Center and downtown.

Weaknesses: No weaknesses are identified.
Action:

Route 15 is a candidate for more frequent service, one bus every 30 minutes.
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Route I 6 Palajox/Downrown

Description: Route 16 provides a direct connection between the Transfer Center and downtown
via Palafox Street. Route 16 leaves the Transfer Center every 30 minutes on
weekdays, and every hour on the half-hour on Saturday.
Score:

2.226

Rank:

I

Strengths:

Route 16 is far and away the most productive route in the ECAT system. It
provides the most direct route between the Transfer Center and downtown, and is
the only route that operates on a 30-minute headway. The route serves a clearlydefined market (passengers transferring from elsewhere in the system to downtown)
with a direct route and frequent service. Route 16 r.mks first on five of the six
productivity measures.

Weaknesses: No weaknesses are identified.
Action:

Route 16 is a candidate for more frequent service, possibly one bus every 20 or
even every 15 minutes.
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Route 18 Blue Angel Express
Description: Route 18 is the newest (March 1993) route in the ECAT system, funded through
a State Urban Corridor grant for a three-year demonstration period. It operates in
limited-stop service from the Pensacola Regional Airport to the Naval Air Station
during peak morning and afternoon hours. Route I 8 also serves residential areas
in the Northeast area of Pensacola, the Transfer Center, Cordova Mall, and other
park-and-ride lot locations. It is intended to be an express route to NAS. Route
18 makes four morning trips and three afternoon trips on weekdays. There is no
Saturday service.
Score:

0.242

Rank:

20

Strengths:

Route 18 is building ridership gradually, and has been successful in attracting a
greater proportion of middle-income riders.

Weaknesses: Route 18 is the lowest-ranked of all ECAT routes in terms of productivity.
Action:

Route 18 should be continued in service, with the recognition that it takes time to
attract discretionary riders to a new service concept.
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Route 8 UWF/£1/yson Industrial Park
Description: Route 8, which has been discontinued as a separate route, was the only wute in
ECAT's system that did not originate at the Transfer Center. It operated in hourly
service between Cordova Mall and the University of West Florida, also serving
West Florida Hospital and Azalea Trace. It was discontinued in December 1993.
Score:·

0.286

Rank:

18

Strengths:

This route provided the only service to UWF.

Weaknesses: Route 8 was underutilized. Its score was second-lowest among local bus routes.
Action:

Route 8 has been discontinued, with service to UWF now provided by three trips
daily on an extension of Route 9 (known as Route 9S). Route 9S operates as a
regular Route 9 bus until West Florida Hospital, then follows the former Route 8
alignment to Azalea Trace and UWF (see Route 9 map).
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Route 17 Cantonment
Description: Route 17, which was discontinue<! in November 1993, did not originate at !he
Transfer Cemer. It operate<! from !he HRS Center along Pensacola Boulevard
(where it made connections with Route lOB) and Cantonment, to !he north of
ECAT' s traditional service area.
Score:

0.262

Rank:

19

Strengths:

This route provide<! !he only service to tlie Cantonment area.

Weaknesses: Route 17, institute<! in 1992, never caught on with the riding public. Its score was
lowest among local bus routes.
Action:

Route 17 has been discontinued.
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PRODUCTMTY EVALUATION FOR SATURDAY SERVICE
As noted earlier, the productivity rankings by route were developed using Section 15 data which
do not distinguish between weekday and Saturday figures. However, Saturday ridership can give
a good indication of the nature of non-work trips. By showing which routes are utilized most
for non-work purposes, Saturday ridership can provide guidance on the )lQtential for weekday
evening service, as discussed in Chapter 7.
The data utilized to analyze Saturday ridership were obtained from ECAT farebox data for April
and September of 1994. Ridecheck data from sample counts done as part of the Section 15 data
collection effort were used to check the validity of the April and September data. Table 12
summarizes the information on Saturday ridership. Average number of Saturday passengers
during April and September of 1994, number of trips each route offers on Saturdays, and the
average number of riders per trip each route carries are all included in Table 12. Passengers per
trip is the only measure of productivity available for Saturday, and the data indicate that Route
5 is the most productive route on Saturdays with 21 passengers per trip. Route 9 follows this
with almost 21 passengers per route. Both routes _serve shopping areas (Cordova and University
Malls), . which generate considerable non-work trips. Route 16, which serves the downtown
Pensacola business district, is one of the busiest routes during the week; however, it ranks second
to last on Saturdays. This is a good example showing how the Saturday ridership differs from
weekday ridership, and why it should be incorporated in order to understand which routes are
used most frequently in non-peak periods.
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Table 12
ECAT Saturday Ridership
Route

Destination
'

Average
. Saturday
Ridership

N·u mber of
Trips

Riders per
Trip

5

Scenic Heights

257

12

21.4

9

University Mall

247

12

20.6

11

Myrtle Grove

223

12

18.6

14

Naval Air Station

140

10

14.0

Ensley

78

6

13.0

Navy Point

119

10

11.9

Enstey

82

7

11.7

13

Aragon Court

140

12

11.7

3

Bayview

68

6

11.3

4

T Street

132

12

11.0

6

Alcaniz/Davis

131

13

10.1

16

Palafox Street

120

12

10.0

7

Oakwood Terrace

85

13

6.5

1,822

137

13.3

10A
15
108

Total
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Chapter 6
DEVELOPMENT OF
SERVICE PERFORMANCE STANDARDS
INTRODUCTION
The Route Productivity Evaluation in Chapter 5 ranked ECAT's routes based on a composite
score derived from six separate measures of productivity: operating ratio; revenue per revenue
mile; revenue per revenue hour; riders per revenue mile; riders per revenue hour; riders per trip.
The development of service performance standards builds on this evaluation by specifying
minimum standards for each route to meet.
Several transit properties, in Florida and nationwide, have developed performance measures or
planning guidelines to help them in making decisions to change levels of service on specific
routes. In some cases, the governing body of the transit agency (Board of Directors or Board of
County Commissioners) has formally adopted the guidelines. At other agencies, the guidelines
are used within the agency as informal standards. There are also cases where the governing body
is aware of the existence of guidelines but has not formally adopted them.
The purposes of service performance standards are twofold. First, these standards establish
quantifiable measures that can be used to gauge the performance of an individual route. Second,
the standards provide a minimum acceptable performance level for a route on an objective basis.
Standards are often seen as a means to make decisions about transit service based on performance
criteria, with minimal reliance on the political process.
The danger of performance standards is that they can be applied blindly and inflexibly, without
regard for external factors which deserve to be considered. This negative aspect, which applies
to guidelines of any type, is one reason that many transit agencies use service standards as a first
step in gauging a route's performance. Standards can flag routes which do not perform well for
further analysis. A route is discontinued only after all alternatives have been examined, not only
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because it failed to meet the minimum standards. Thus, the ideal application of performance
standards is as a guide in making service decisions, not as ironclad, inflexible rules.
Most agencies that employ service performance standards find them to be a useful decisionmaking tool. Guidelines used by several different agencies in Florida are reviewed in the next
section. These agencies range in size, but take similar approaches in establishing guidelines. The
transit agencies include: ·
• Hillsborough Area Regional Transit (HARTline), Tampa
• Pinellas Suncoast Transit Authority (PSTA), St. Petersburg/Clearwater
• Taltran, Tallahassee

•

• Palm Beach County Transportation Authority (CoTran), West Palm Beach
• Metro-Dade Transit Agency (MDTA), Miami
As a point of comparison, information on service guidelines at MTA-New York City Transit, the
largest transit agency in the United States, is also included. While acceptable minimum levels
differ from system to system, the approach is fairly consistent.

EXAMPLES OF SERVICE PERFORMANCE STANDARDS
HARTline

The measures used in the route productivity analysis were drawn from HARTline's route
performance measures and standards. An overall score (in terms of percentage of the system
average) is calculated from the six measures utilized. A route that scores 50 percent or less
overall should be recommended for elimination, especially if the score has remained under 50
percent over a period of time.
HARTline also looks at the individual scores for each performance measure. A route that scores
50 percent or less on three or more indicators is recommended for a detailed analysis. The
analysis is expected to include actions to improve route productivity. This is an intermediate step
before discontinuation. In addition, a route with a final score between 50 and 99 percent is
targeted for marketing, route analysis and schedule analysis. Thus HARTline examines below-
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average routes (50 to 99 percent) more closely, analyzes routes failing (below 50 percent) at least
three performance measures, and considers discontinuation of routes with a failing composite
score (below 50 percent).
PSTA
PSTA uses three performance measures to analyze its routes: passengers per hour; passengers
per mile; and farebox recovery rate. All routes are expected to perform at a minimum of 75
percent of the system average.
Taltran
The City Commission of the City of Tallahassee formally adopted a policy, "Transit Action
Planning Process and System Evaluation Criteria," in 1984, with subsequent revisions. The
policy lists criteria for individual routes, the system as a whole, and new service areas. At the
route level, performance indicators include operating ratio, revenue per trip and revenue per mile.
Specific minimum values (as opposed to percentages of the systemwide average) are cited in the
policy:
• Operating ratio . . . . . . . . . . . . . . . . . . . 0.10
• Revenue passengers per trip ... . ...... 7.00
• Revenue passengers per mile . .. . . .... 0.60
Each route must meet all of these criteria for continued operation. Tripper, night and Sunday
routes are required to meet only one of these criteria.
Taltran also has a systemwide operating ratio requirement ofO.IO. The policy specifies operation
seven days a week, a span of service from 6:00a.m. to II :00 p.m. (although not for every route),
bus stops at a minimum of every two blocks, bus benches at stops with 15 or more passengers
per day, use of 30-, 35- or 40-foot buses, and a minimum frequency of one bus per hour.
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Service expansion is based on the location of new traffic generators and/or meeting at least two
of four criteria related to population density (at least three dwelling units or eleven persons per
acre), vehicle availability (less than one vehicle available per dwelling unit), and minority
population (at least one minority person per acre) within the service area. New routes must
perform at 50 percent of the standard criteria by the end of the first year in order to be continued.
CoTran
Operating ratio and passengers per hour are the two performance measures used by CoTran to
evaluate route productivity. CoTran calculates the ratio of a given route's performance to overall
system performance for each measure. If a route is between 50 and 67 percent of the system
average on either measure, the route is reviewed to identify potential modifications. If a route
is below 50 percent of the system average on either measure, its performance is unacceptable and
it becomes a candidate for major change or elimination.
MOTA
MDTA has prepared extensive guidelines for service planning, as befits the largest transit operator
in the state. Three guidelines are specifically related to service performance: passenger trips per
revenue hour, net cost per passenger, and maximum load factors. If a route fails to meet any of
the guidelines described below, then it is subject to further analysis to improve ridership or
reduce service.
Passenger trips per revenue hour is a measure used by many other transit systems. MDTA
specifies that the ratio of a route's passengers per hour to the systemwide average must be at least
50 percent.
Net cost per passenger is calculated in the following manner: farebox revenue is subtracted from
the route's direct operating cost, and the result is divided by the number of passenger hoardings
on the route. The minimum performance guideline for MDTA routes is a net cost per passenger
less than 2. 7 times the weighted system average, and is applied separately for weekdays and
weekends. Routes failing to meet this guideline are considered for significant service reduction.
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Routes with a net cost per passenger greater than twice the system average arc subject to further
analysis.
The maximum load factor is the ratio of the number of passengers to the number of available
seats at the most crowded point on a route. Maximum load factor is typically averaged over a
given time period. MDTA guidelines for Metro bus call for an average maximum load of 125
8 percent in the peak periods (i.e., 25 percent of all passengers on board are standing), II 0
percent during the midday period, and I 00 percent at other times. Using a 40-seat bus as an
example, this performance standard would call for 50 riders per trip during the peak periods, 44
riders per trip in the midday, and 40 riders per trip at other times. If average ridership exceeds
these benchmarks, then service should be increased during the appropriate time period, and if
ridership fell below the standards, service should be decreased.
These three productivity indicators are the primary measures used to gauge route performance at
MDTA. The guidelines document notes the existence of financial and capital constraints and
special circumstances that may outweigh a strict application of these measures, and stresses the
importance of applying professional planning judgment for the proper use of these service
planning guidelines.
MOTA also has service planning guidelines addressing such aspects as service span, frequency,
route spacing and length, and route deviation, along with guidelines for new service. MOTA
operates night or weekend service on a route if ridership is greater than I0 passengers per hour
in one direction. Weekend service is expected to meet performance guidelines listed above, but
average passengers per hour on weekends is used as the base for comparison. MDTA also
considers levels of automobile ownership and night or weekend activity in the neighborhoods
being served before deciding on span of service.
The minimum frequency of service on a bus route is one bus every hour. Headway is a measure
of the length of time between buses, and the maximum corresponding headway is 60 minutes.
This is often called the "policy headway," since this is the headway operated according to agency
policy, regardless of demand.
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MDTA's route spacing guidelines are based on combined population and employment densities,
and range from one-half mile to one and one-half miles between routes. Route length is limited
to a three hoUI round-trip travel time. Route deviation, or the diverting of a bus wute from a
major street to serve a specific traffic generator, is allowed under a complex formula involving
the length of the deviation (in distance and time), the number of riders served, the number of
riders inconvenienced, and the proportion of captive riders.
Proposed new bus routes are expected to conform to the guidelines regarding service span and
frequency, and to meet the passengers per revenue hour guideline within one year. Combined
population and employment density along the new route corridor should be greater than 4,000
per square mile.
It is interesting to note that MTA-New York City Transit uses two-thirds of the system average
for five indicators as the minimum standard for a specific route. The indicators used include
operating ratio, deficit per passenger, variable (direct) cost per passenger, passengers per vehicle
mile and passengers per revenue hour. Despite vast differences in the size of operation and
obvious variations in systemwide averages, MTA-NYCT and the Florida systems take consistent
approaches to service guidelines as a percentage of systemwide averages.

SUMMARY OF SERVICE GUIDELINES
Table 13 presents the performance indicators and service guidelines used by the five Florida
systems reviewed for this report.
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Table 13
Performance Indicators and Service Guidelines
Indicator

HARTline · · PSTA · Taltran

Operating Ratio

50%

75%

0.10

Revenue per Revenue Mile

50%

Revenue per Revenue Hour

50%

Riders per Revenue Mile

50%

75%

0.6

Riders per Revenue Hour

50%

75%

Riders per Trip

50%

CoTran

MDTk

50%

50%

50%

7.0

Net Cost per Rider

270%

Maximum Load Factor

125% Peak
110% Midday
100% Other

Policy Headway
New Service Criteria

1 Hour

1 Hour

Yes

Yes

Note: Percentages in table refer to percentage of system average, except for Maximum
Load Factor, which reflects the ratio of passengers to available seats. Taltran sets
numerical minimums, as noted.

APPLICATION OF SERVICE PERFORMANCE STANDARDS TO ECAT
The use of percentages of systemwide averages makes service guidelines or performance
standards useful for transit systems of any size. The two important issues are which performance
indicators to use and how to define the minimum standard.
Riders per revenue hour is the productivity measure most commonly used among the five
systems, as shown in Table 13. Operating ratio is also common as a cost-related indicator,
although MOTA chooses to use net cost per rider. Two indicators included in the HARTline
analysis and used in the route productivity evaluation, revenue per revenue mile and revenue per
revenue hour, are not applied elsewhere. ECAT could devise service performance standards
based on two indicators (riders per revenue hour and operating ratio), four indicators (adding
riders per revenue mile and riders per trip), or all six indicators (including the revenue measures).
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Nearly all transit systems that use service performance standards establish guidelines as a
percentage of the system average. Fifty percent is most frequently used as a performance
minimum among the systems examined, although some employ intermediate guidelines (below
67 percent or 100 percent, for example) to flag potential problems on routes. CUTR recommends

rhar ECAT adopr performance srandards calling for elimination or significanr service reduclions
for any roure with a rota/ score less rhan 50 percent of rhe system average. Also, ECAT should
analyze roures with a rota/ score between 50 and 66 percenr to identify ways to increase ridership
or reduce costs associated with these routes.
Table 14 presents the results of applying the proposed service performance standards using
FY 1994 data. Four routes are candidates for discontinuation. ECAT has already discontinued
Routes 8 and 17. Route 18, the Blue Angel Express, is still establishing a market and will have
no decision until the end of the three year trial period. The importance of Route 18 is that it is
a deliberate attempt to attract discretionary riders to the ECAT system through limited-stop
service, a new (for Escarnbia County) service concept intended to make the trip by bus faster and
more direct, and through park-and-ride lots that increase ease of access to the bus system. The
final route in this category, Route I, is a candidate for discontinuation.
Only one route, Route 12, is flagged for further analysis (a score between 0.50 and 0.66). Note,
however, that two routes (Routes 3 and lOA) are close to this point, with scores of 0.67. ECAT
may wish to examine boardings and alightings along these routes by time of day to determine
whether service adjustments may be warranted. Tbe other routes are performing acceptably.
ECAT is already collecting data for the FTA Section 15 report on all of the indicators under
consideration, so there are no cost savings obtained by using fewer indicators. The six
perforroance indicators provide a good balance among ridership, revenue, cost, and service
provision measures. Thus, CUTR recommends that ECAT use all six performance indicators in
the route productivity analysis as the basis for developing service performance standards.
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Table 14
Application of Proposed
ECAT Service Performance Standards
Route

,

Score

Routes Above System Average
16

Palafox/Downtown

2.35

11

Myrtle Grove

1.38

Scenic Heights

1.28

Navy Poini/Barrancas

1.27

7

Oakwood Terrace

1.23

2

Cordova MaiUPJC

1.19

13

9th Avenue/Aragon Court

1.18

14

NAS/Navy Boulevard

1.12

6

Alcaniz/Oavis

1.04

5
15

Acceptable Routes

9

University Mall

0.82

4

T Streei/Palafox

0.80

10B Ensley

3

Bayview

10A Ensley

0.73
0.67
0.67

Routes Requi ring Analysis
12

Saufley/George Stone

0.62

Candidates for Discontinuation
1

East Pensacola Heights

0.49

8

UWF/EIIyson Pall(•

0.28

17

Cantonment•

0.26

18

Blue Angel Express

0.24

·Discontinued
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As noted earlier, service performance standards should not replace professional judgment and
local experience. These standards provide an additional decision-making tool, one which is
objective and readily understood. However, the standards should not be the sole means for
determining whether continued operation of a route is warranted. One other factor to be taken
into account is service area coverage. The adopted Pensacola!Escambia County Transit
Development Plan contains a goal that 70 percent of the population in the service area be wirbin
three-quarters of a mile of a bus route. Decisions on routes must be made with the service
coverage goal in mind. For example, Route 12 is the sole transit service available for a large
portion of the northwestern Pensacola urbanized area. If its performance were to deteriorate to
the point at which the route became a candidate for discontinuation, ECAT could decide to put
aside the service guidelines and continue to provide some service in order to maintain transit
service to that area. Thus, ClffR recommends that service area coverage be considered along
with route performance in any decision to discontinue or significantly reduce service on a
particular route.
Figure 41 shows the coverage area, defined as the area within one-quarter mile of a bus route,
for the current ECAT route network. The population within the service area is II 0,232, or 41.9
percent of the Escambia County population of 262,798. All population figures are taken from
the 1990 Census.
With regard to other service-related guidelines, ECAT does not need to institute maximum load
factors or new policy headways. ECAT has an unstated policy of allowing new routes to operate
for the length of time that they are funded before making a decision on whether to retain the new
route as a permanent part of its service network. Exceptions are made for new routes that are clearly not close to meeting expectations. This is a sound approach, and should be continued.
In the future, it may be appropriate to re-examine the issue of criteria for new service and to
adopt guidelines similar to Taltran's standards for new routes.
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Figure 41

Escambia Population within
1/4 Mile of the ECAT Network

1992 Census Tract Booodaries

Population within Sevice
AN!a (110 ,232)
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ECAT prepares a monthly spreadsheet that includes all of the input variables used in calculating
the productivity evaluation measures. Thus, it is possible to update the performance standards
analysis every month, and track the performance of a route flagged for further analysis or
discontinuation. Realistically, however, an annual systemwide analysis is preferable, since most
routes do not need to be examined every month and there may be a problem with seasonal
variation in ridership when using monthly data.
Because the performance standards are based on data that are already being collected, there are
no new data collection activities required to implement the guidelines. CUTR does recommend
that £CAT conduct on-board ridechecks periodically on routes that do not peiform well, as part
of the additional analysis suggested for such routes.

APPLICATION TO GOALS, OBJECTIVES,
AND STANDARDS IN LONG-RANGE l'LANS
These recommendations are useful not only in the application of service standards but also in the
development of goals, objectives and standards for the long-range plan update. For example,
under a general goal of making efficient transit service available to county residents' who desire
to use transit, objectives could address providing efficient service, adopting service performance
standards, ensuring access to the system by county ~esidents, and monitoring transit usage. The
recommended standards would be that each route score at least 50 percent of the system average
on the adopted performance standards, that routes between 50 and 66 percent be analyzed in
detail to identify potential improvements, that 40 percent of the county population be within onequarter mile of the transit network, and that ECAT periodically monitor those routes that do not
perform well by means of on-board ridechecks.
The inclusion of transit-specific goals, objectives and standards would conform to the intent of
ISTEA. It would also provide a connection between the long-term transportation plan and the
short-term plan for the transit system.
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PROPOSED ECAT SERVICE PLAN
This chapter develops specific short-tenn route and service recommendations for the county's
transit system. These suggested improvements are drawn in large measure from analyses in
previous reports, specifically the route perfonnance evaluation and development of service
guidelines.
The first section presents the results of a census-tract-level analysis of the propensity to use
transit. Census data regarding the elderly population, low-income households and zero-vehicle
households are used to define the areas where the greatest need for transit service exists. These
areas are shown in relationship to the existing route network.
Projected population and employment figures for the year 2000, developed as part of the
Pensacola Urbanized Area Transportation System (PUATS) plan update, are discussed in the
second section. Particular attention is given to the implications of near-tenn growth trends on
the transit system.
The third section contains proposed route and service improvements. New route profiles intended
to use ECAT' s resources more efficiently are developed. This section fonns the heart of the
operational plan for ECAT.
The fourth section of this chapter projects the cost increases and savings associated with each of
the recommendations, and estimates impacts on ridership. Current funding mechanisms for
ECAT are summarized, and alternate funding options are reviewed in the fifth section. The fmal
section summarizes inter-county arrangements for providing transit services elsewhere in Florida.

CENSUS TRACT ANALYSIS
Census tract data from the 1990 Census can be used to compare demographic infonnation,
particularly those characteristics that are highly correlated with a person's or household's need
for transit, with the county's existing transit network configuration. This type of analysis is
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useful for determining whether areas with concentrations of transit-dependent households are
adequately served by the existing transit network. For this analysis, the demographic
characteristics used to indicate transit dependence included the distribution of eldedy (60 years
or older) persons, low-income (less than $10,000 annual household income) households, and zerovehicle-ownership households.
The first step in identifying the census tracts that have persons or households with the greatest
propensity for transit use involved the calculation of the percent distributions of the three
demographic characteristics for each tract. This process resulted in a table of values indicating
the percent of elderly persons, low-income households, and zero-vehicle households for each of
Escambia County's 52 census tracts. The census tracts were then sorted for each characteristic
in descending order of percent distribution so that the tracts with higher percentages for each
characteristic would appear at the top of their respective ranges.
From the percentage ranges, an average percent value and a standard deviation value were
calculated for each characteristic. Statistically, the standard deviation may be thought of as a
measure of distance from the average value. According to an empirical rule of thumb for most
moderately-sized data sets, approximately 68 percent of the data values lie within one standard
deviation of the average and approximately 95 percent of the data values lie within two standard
deviations. Thus, the census tracts can be sorted into one of the following four categories for
each characteristic: below average, above average but below one standard deviation (average),
between one and two standard deviations above average (above average), and more than two
standard deviations above average (far above average).
The next step involved the assignment of discrete numerical scores to each of the four categories
established for each demographic characteristic. These scores serve two basic purposes: to
provide uniform ranking to all of the tracts within a particular category and to numerically
differentiate among the four categories for each characteristic. A comparative probability
estimation method was utilized to develop the scores. First, the probability that a tract would be
part of a specific category for a given characteristic was calculated for each category. For
example, only three of the Escambia County's 52 census tracts, were part of the "far above
average" category for the zero-vehicle-ownership characteristic. This means that there was a 5.77
percent probability (number of tracts in category I number of total tracts x I 00 percent) that any
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given tract would fall within the range established for that particular category for the zerovehicle-ownership characteristic.
After the probabilities were calculated for each characteristic's categories, they were then used
to estimate the categories' scores via comparative probability ratios. That is, the probability
percentage for each category was divided into the probability percentage for the "below average"
category. This numerator was selected so that, for each characteristic, the census tracts in the
"below average" category would receive a score of one (I). Again using the "far above average"
category of the zero-vehicle-ownership characteristic as an example, it was determined that the
score for this category would be 11.0, since the probability for the "below average" category was
63.46 percent and this probability divided by the "far above average" category probability of 5. 77
percent equals 11.0. The percentage and the score of each demographic characteristic's categories
are presented in tabular form in Appendix E.
Finally, composite scores were calculated for the census tracts by summmg the individual
category scores that they had received for each demographic characteristic. The census tracts
were then ranked by composite score and stratified into four levels using the same method that
was utilized to develop characteristic categories. The census tracts that fell into the "far above
average" category were defined as primary transit-dependent tracts, i.e., census tracts with the
greatest propensity for transit based on the tracts's percentages of elderly persons, low-income
households, and zero-vehicle households. Secondary transit-dependent tracts included those that
fell into the "above average" category; tertiary transit-dependent tracts included those tracts in the
"average" category.
Figure 42 illustrates the primary, secondary, and tertiary transit-dependent census tracts with an
overlay of Escambia County's bus route network. As the figure indicates, all primary and
secondary tracts are currently well-served by the ECAT route network. This suggests that ECAT
is providing service in transit-dependent neighborhoods, where it is most needed.
The currently adopted transit development plan also identifies transit-dependent census tracts.
For the TOP, income and vehicle ownership were the only variables used to determine transit
dependency, and a statistically-based scoring system was not employed. It is instructive to
compare the results of the two analyses. Table 15 presents this comparison. One of the three
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tracts shown in Figure 42 as a primary transit-dependent tract was also rated as primary in the
TDP; this is Tract 4. Tracts 2 and 17, the other primary tracts here, were listed as secondary
tracts in the previous study. The two secondary tracts in this study (Tracts 6 and 7) were primary
tracts in the TOP. The highest-rated tertiary tract (Tract 15) was previously rated as primary,
while Tracts 16 and 40 were included among the secondary tracts. Of the eight tracts identified
in the TDP, only one (Tract 16) was not ranked among the top eight transit-dependent tracts by
this method.

Table 15
Transit-Dependent Trads Identified in this Analysis
and in the Eseambia County Transit Development Plan
Census Tract

Cumonl Rating

Rating In TOP

2

Primary

Secondary

4

Primary

PrimaJY

17

Primary

Secondary

6

Secondary

Primary

7

Secondary

Primary

15

Tertiary

Primary

40

Tertiary

Secondary

19

Tertiary

14.01

Tertiary

-

16

Tertiary

Secondary

8

Tertiary

3

Tertiary

13

Tertiary

18

Tertiary

20

Tertiary

22

Tertiary

37

Tertiary

5

Tertiary

-
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Figure 42

ECAT Transit Network and Transit
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The statistical analysis presented in this section provides a mathematical definition (related to the
average and the standard deviation of the total score) of primary, secondary and tertiary tracts,
and thus is more objective than categorizations based on arbitrary cutoff points. The results of
these two approaches are very similar, providing additional confidence that the identified tracts
are indeed the areas with the greatest propensity to use transit.
POPULATION AND EMPLOYMENT TRENDS

Projections at the traffic analysis zone (TAZ) level for the year 2000 by the study team
conducting the PUATS plan update have been reviewed with regard to potential effects on the
eXcisting transit system. Like most places, the Pensacola urbanized area is experiencing growth
in existing and developing suburban neighborhoods in outlying portions of the urbanized area.
These trends arc a continuation of the "urban sprawl" development, which results in land use
patterns that are difficult to serve by a fixed-route transit system.
This analysis examines changes in population and employment, and groups TAZs that are within
the current transit service area and outside the current service area in order to obtain a qualitative
sense of effects on the transit system. For example, projected population gr0\\1h between 1992
and 2000 is greatest in TAZs outside the transit service area. As seen in Table 16, population
is projected to increase by 12.3 percent for the urbanized area, but the projected increase is 20.8
percent outside the existing service area and only 5.8 percent within the existing service area.
The seven TAZs with population increases of at least 800 persons are all in Santa Rosa County.
Within the service area, the largest population increases are expected in TAZs to the west,
especially near Corry Field, and near the airport. In terms of percentage increases, the three
T AZs with over 75-percent increases in population are all within the service area, near the
Pensacola Airport or Corry Field. However, 39 of the 47 T AZs with projected increases of at
least 25 percent are outside the service area, and only eight are within the service area.
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Table 16
Projected Percentage Increases in Population, 1992-2000
Area
Pensacola Urbanized Area
• wilhin ECAT SeNice Area
• outside ECAT SeNice Area

Populall<il) .I n
Singi&-Famify,
· Units

Population In
Multi-Family
Units

Total
Population

11.9%

13.4%

12.3%

5.6%

6.3%

5.8%

20.3%

22.6%

20.8%

"

Source: PUATS Pian Update Data

Another approach to analyzing population projections with relation to the transit system is to
focus on multi-family units, since areas of denser housing tend to have a population with a
greater propensity to use transit than areas dominated by single-family homes. Two of the eight
TAZs with projected increases in population in multi-family units are at the western edge of the
service area, east of Saufley Field and near Navy Point. The other T AZs are northwest of the
existing service area or in Santa Rosa County.
These population projections suggest that there may be a need to extend ECAT's service area by
the year 2000. possibly to Santa Rosa County or to other areas expected to experience significant
growth in population. Transit extensions should not be recommended solely on the basis of
population projections, however, since there are unanswered questions regarding the types of
residential developments, the location of the work place for these new residents, and the
willingness or propensity to use transit. Because transit works best in concentrated, relatively
dense areas, extensions of service to outlying suburban areas can weaken the transit network by
diluting service where it is well used.
Table 17 shows employment projections for the urbanized area, the portion within ECAT's
service area and the portion outside of the current service area. In percentage terms, employment
groW1h within the service area is very close to total employment growth. In absolute terms, over
12,000 jobs are projected to be added within the service area, and approximately 4,700 outside
the service area. Employment will continue to be concentrated, even as population sprawls.
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Table 17
Projected Percentage Inereases in Employment, 1992-2000
Area

lndu.trial · ' ·QJmmen:ia(
EmiiloYmint EmployJn&nt

'

,

...;;

...

· TOtal '
Emplilymerit

Pensacola Urbanized Area

-14.0%

11.9%

19.1%

12.9%

• within ECAT Service Area

·25.3%

8.5%

19.0%

12.1%

-1 .7%

26.3%

20.2%

15.4%

• outside ECAT Service Area

'

Service
Employment

Source: PUATS Plan Update Data

The TAZ with the highest number of projected new jobs (nearly 4,000) encompasses the Naval
Air Station (NAS). This is a greater increase than is forecast for the entire portion outside
ECAT's service area. All six T AZs forecast to add at least 300 employees are within ECAT's
service area, including locations near the 1-10/1- 110 junction, in the area of Ninth Avenue and
Brent Lane, and in downtown west of Spring Street In percentage terms, four of the six TAZs
expected to double the number of jobs arc within the service area, including areas north of the
airport, along Davis Highway l!Jld along Airport Boulevard west of Ninth Avenue.
The major employment increases expected at NAS argue for the continuation of the Blue Angel
Express (Route 18). As this route becomes established, it can be expected to provide
transportation for some portion of the new jobs at NAS. Its operation as a limited-stop route
makes it more competitive with the automobile than most transit routes. Ridership on Route 18
has been increasing gradually, and it should continue in operation in anticipation of the new jobs
expected at NAS as long as this ridership trend continues.
The employment picture for the year 2000 is more favorable to ECAT than the population
projections. ECAT's current service area is projected to contain over three-quarters of all jobs
within the Pensacola urbanized area in the year 2000.
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SI'F..CIFJC ROUTE RECOMMENDATIONS

CUTR makes the following recommendations, based on the route productivity analysis, proposed
service guidelines, and the estimation of demand for transit service. Cost and revenue estimates
are mentioned in the text, and are documented in the following section.
I. Restructure Routes 1 and 3. These routes currently operate in opposite directions along the
same route through East Hill and East Pensacola Heights. Route I is the weakest local route
currently operated by ECAT, while Route 3's performance is only slightly better. Major
problems include circuitous routing, lack of direct service to a central destination for most
riders, and lack of a direct connection to downtown.
The routes should be split, with Route I serving the area west of the bayou and Route 3
connecting Cordova Mall with downtown via Bayou Boulevard and Cervantes Street. As
shown in Figure 43, Route I would travel east from the Transfer Center on Fairfield and
Texar Drives and south on 12th Avenue. The route would be streamlined through the East
Hill area, traveling east on Cross Street and south on 17th Avenue to Cervantes Street. The
revised Route I would follow Cervantes and Palafox Streets to Government Street downtown,
turn around via Government and Baylen Streets and retrace its route in the opposite direction.
The advantages of this routing are that it is more direct and provides a connection between
East Hill and downtown. The primary disadvantage is that there will no longer be bus service
along 12th Avenue south of Cross Street. but the Davis/Aicaniz, Ninth Avenue and 12th
A venue corridors are too close to justify service on each. The use of 17th A venue for the
revised Route I will provide better spacing for routes connecting the Transfer Center and
downtown east ofl-110.
Route 3 would follow its current routing from Cordova Mall through Pensacola Junior
College and East Pensacola Heights to Cervantes Street. The proposed routing would take
Route 3 west on Cervantes Street, south on Palafox Street. west on Government Street and
north on A Street via the current Route 15 path to the Transfer Center. The return trip would
operate along the same path, except for traveling north from Ciovcrnrnent Street to Cervantes
Street via Baylen Street, and returning directly to Cordova Mall via Oayou Boulevard. figure
44 shows the proposed Route 3. This routing provides several benefits.
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East Pensacola Heights residents have direct service to Cordova Mall and downtown,
while being able to transfer at the mall or the Transfer Center to other routes.

•

There would be a direct connection between Cordova Ma ll and downtown; currently, this
trip can only be made with a transfer.

•

By operating along the current routing for Route 15 between downtown and the transfer
center. the revised Route 3 would provide additional service, essentially increasing the
frequency along the most-traveled portion of Route 15 to two buses per hour in each
. direction instead of the current one bus per hour. Route 15 was recommended as a
candidate for increased service based on its performance; the revised Route 3 would
provide this service at no additional cost.

A disadvantage of this proposal is that there would no longer be service between 9th Avenue
and Bayou Boulevard along Fairfield Drive and 12th Avenue. If this proves to be a problem.
it may be possible to re-route Route 2 or Routes 5 and 9 along 12th Avenue .

.It is assumed that the schedules for Routes I and 3 would remain unchanged. Route I has
a round trip time of 55 minutes, and generally leaves the Transfer Center every two hours on
the half hour throughout most of the day. Route 3 has a round trip time of one hour and 25
minutes, and leaves the Transfer Center every hour on the hour. Since Route 15 leaves on
the half hour, Routes 3 and 15 combined would provide service every 30 minutes between
the Transfer Center and downtown via the current Route I 5 path.
The revisions will reduce revenue miles on the two routes by almost 20.000 annually, or 22
percent. No changes in revenue hours are expected. It is conservatively anticipated that more
direct routings and service to downtown on the two routes will increase ridership by

5 percent, or approximately 3,000 annually. The revisions result in a net positive change of
$21 ,000 annually.
The revised routes should be evaluated using the proposed service guidelines at six months
and at one year after implementation. If route performance has not improved to meet the
guidelines, then ECAT should discontinue Route I and return Route 3 to its current routing
at a two-hour headway.
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2. Straighten Route 13 along Ninth A\•enue. Route 13 currently deviates from its path along
Nir1th Avenue to serve 12th Avenue in the vicinity of Cervantes Street. Now that Routes I
and 3 will pass 12th Avenue along Cervantes Street on their way to and from downtown. the
Route 13 deviation can be eliminated (Figure 45). This will result in faster service along 9th
Avenue.
Revenue miles on Route 13 will be slightly reduced, resulting in a savings of approximately
$4,000 annually. No changes in revenue hours or in ridership are assumed.
3. Restore midday service on Route 2.

Route 2 is the most direct route connecting the

Transfer Center with Cordova Mall, PJC, Sacred Heart Hospital and the Pensacola Regional
Airport. With the restructuring of Routes I and 3, there will be a decrease in cormecting
service. Thus, CUTR recommends that hourly service be provided on Route 2 throughout
the day, adding two trips in the midday period.
This change will add slightly over 500 revenue hours annually. It is anticipated that Route 2
will absorb some riders currently using Routes I and 3 as well as generate additional riders
from its midday service, resulting in a 12-perccnt increase in ridership and revenue. The net
result is an annual increase in cost of slightly under $19,000.
4. Adjust the Route 6 schedule. Routes 6 and 13 both serve downtown via corridors only a
few blocks apart, Route 6 a long Davis/Aicaniz Streets and Route 13 along Ninth Avenue.
Both routes currently depart from the transfer center on the half hour. CUTR recommends
that the Route 6 schedule be changed so that it departs on the hour. This will increase the
fl·equency of service in the neighborhoods served by both routes to one bus every 30 minutes,
although the passenger will have to know wh.ich street to wait on at a particular time. This
alternative is preferred over the option of combining both routes on a single street, because
it does not force anyone to walk farther to reach a bus stop.
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Although this appears to be a relatively minor change that improves service frequency and
avoids unnecessary duplication of service, ECAT encountered opposition when it implemented
this schedule change, and so returned to the current schedule. There are more routes leaving
the transfer center on the half hour than on the hour, and passengers resisted the idea of
having to wait 30 minutes to transfer in some instances. This proposal nevertheless is a costfree means to increase service frequency to the entire area, and so is worth pursuing. The
alternative of combining both routes in a single corridor, either Alcani?!Davis Streets or Ninth
Street, remains an option for ECAT.
This revision does not affect revenue miles or revenue hours. It is assumed that the increased
frequency of service in the Davis/Alcaniz Streets and Ninth Avenue corridors will result in
a 10 percent ridership increase on both routes, resulting in a revenue gain of more than
$7,000 annually.
5.

Short~n th~

turnaround path for Route 6 in downtown. Routes 6 and 13 loop in opposite

directions via Government, E and Garden Streets. There are few major trip attractors west
of the Pensacola City Hall in downtown, so CUTR recommends that Route 6 be streamlined
by turning south on Spring Street (which separates the Escambia County Judicial Center from
City Hall), instead of traveling all the way to E Street. Route 13 is not included in this
recommendation so that it can continue to provide service from downtown to the Social
Security office at Garden and D Streets. The area will continue to be served by Route 15
along Government Street between E and Spring Streets, and along Garden Street between A
and Spring Streets. Figure 46 shows proposed revisions to Route 6.
This change will reduce revenue miles while not affecting revenue hours nor ridership. The
resulting decrease in cost is estimated at $6,000 annually. In addition, the shortened path
should reduce the number of empty buses traveling through the area west of Spring Street,
thus helping to improve ECAT's publ.ic image.
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6. Increase frequency of service on Route 11. Route II has the second highest performance
score of all routes in the ECAT system, and serves an area with a high residential density and
a large transit-dependent population. CUTR recommends that service be provided every 30
minutes on weekdays as a demonstration project, and that ECAT apply for Service
Development funds from FOOT to support this demonstration.

The project should be

evaluated after six and 12 months, with a decision on whether to continue this level of service
after 12 months.
This revision would add 12 round trips each weekday, adding over 3,000 revenue hours of
service annually. Ridership and revenue are estimated to increase by 50 percent with a
doubling of service. The net annual cost of this revision is $105,000.
7. Institute evening service.

This was a recommendation contained in the 1992 Transit

Development Plan, which noted that seven of the eleven peer systems operated until at least
I0:00 p.m. Evening service is the single most requested improvement, accordi.n g to ECAT's
Marketing Department.

Some transit systems have established late-evening loops,

combinations of existing routes that serve most but not all areas served during the day.
Others selectively operate certain routes in the evening. The latter approach is recommended
for ECAT. Figure 47 presents the proposed evening service network. Recommended routes
include:

•
•

Route 5, between the transfer center and the CordovafPJC/Sacred Heart complex only;

•

Route II, serving Brownsville, Myrtle Grove and West Pensacola;

•

Route 13, serving Ninth Avenue, Seville Square and downtown;

•

Route 14/15 combined, serving the Baptist Hospital, Barrancas Avenue and Garden Street.

Route 9 along Davis Highway only, terminating at West Florida Hospital and also serving
University Mall;

The combined route would travel south from the transfer center via Route IS to Garden
Street, then follow Route 14 to Barrancas Avenue. The return route is via Route 15 but
bypassing its downtown loop. If warranted, an extension of evening service to NAS via
Navy Boulevard is an alternative.
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Most portions of the service area are covered with this evening network. A round trip should
take one hour, and all routes should leave the transfer center at the same time to facilitate
transfers. The last trip should return to the transfer center by I0:00 p.m.
These routes have been selected based on their productivity rankings, the evening service
coverage, and Saturday ridership. The most productive routes in the ECAT system, Route
16, is not included because its Saturday ridership is lower than its weekday ridership and
because Route 13 can provide service to the downtown area.
Providing evening service requires that ECAT make complementary ADA service available
for anyone within three-quarters of a mile of the evening route network. This is a potentially
significant cost. In administrative terms, later service also requires the presence of a
dispatcher at the transfer center. ECAT's maintenance facility currently operates through
midnight, so no additional costs are incurred for maintenance personnel by evening service.
Evening service would require an additional 16 revenue hours daily on the five routes, or an
annual increase in revenue hours of over 4,000. Ridership and revenue during evening
service is estimated at I 0 percent of current daily totals on the routes involved, based on
experience at other systems operating evening service. The net result is a cost increase of
nearly $1 50,000 annually.
8. Split Routes 5 and 9 into separate routes. This recommendation would give each route its
own identity and purpose, with Route 5 serving Davis Highway and Route 9 serving Ninth
Avenue. The northern terminus for both routes would be West Florida HospitaL The routes
meet there at five minutes before the hour on their current schedules, so no changes would
be required in terms of departure times. Both routes have a round trip time of 90 minutes;
the revised Route 5 would make a round trip in 60 minutes, while the revised Route 9 would
take two hours.
No change in revenue miles or revenue hours is anticipated, nor is any ridership change
assumed. There is no net cost associated with this revision.
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ECAT proposed splitting the routes several years ago and met with community opposition
from riders along Ninth Avenue who wanted direct access to University Mall. A timed
transfer at West Florida Hospital would not be a serious inconvenience. If the routes are
separate, it is much easier to judge the productivity of each and make appropriate changes in
service and frequency. The split in routes might open the way for a future extension of
Route 9 to serve the University of West Florida on a fuJI-time basis.
9. Restructure Route 12. This route serves the George Stone Vocational Technical Center in
the northwestern portion of the urbanized area. The original decision to locate George Stone
in an area far from existing transit routes (Route 12 was started specifically to serve George
Stone) is an example of poor coordination between planning and transit. Route 12 is the
second-worst local route in terms of productivity. Part of its problem is that it has a sizable
mid-route loop between Michigan Avenue and Fairfield Drive, where it operates northbound
via Mobile Highway and southbound via Muldoon Road and Patricia Street. A mid-route
loop discourages ridership, since a person can only get on or off the bus in one direction
along the loop. ECAT reports greater usage along the northern part of the route, so CUTR
recommends that the southbound Route 12 be rerouted via Cerny Road, Marlane Drive and
Mobile Highway (Figure 48). This rerouting would reduce the size of the mid-route loop
considerably while continuing to serve residents most likely to use transit.
This proposal would reduce revenue miles slightly, resulting in a net annual decrease in cost
of $1 ,000. No changes are anticipated to revenue hours or to ridership.
A longer-term approach to the issue of serving George Stone is to make it the western
terminus of a crosstown route via Michigan Avenue and Brent Lane to Cordova MaiVPJC.
ECAT has received requests for a crosstown route and for service along Michigan Avenue.
Such a route would increase service area coverage by filling in gaps, and would provide a
direct link between the western section of the urbanized area and a major activity center
(Figure 49). However, there are several disadvantages to this long-term proposal:
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•
•
•

a new crosstown route would be expensive, even if half of its costs were covered by
Service Development funds;
estimated ridership is not high (possibly ten riders per round trip, similar to Route 12
currently);
Michigan Avenue is a five-lane, relatively high-speed road with few traffic signals,
making it difficult and dangerous for passengers to get to or from bus stops.

With an estimated 12 daily round trips and 13 total vehicle hours (including deadhead to and
from the garage), the crosstown route would have an annual cost of $143,000. Annual
ridership would be approximately 30,000, with an annual revenue of$19,000. The net cost
of this route would be approximately $124,000 annually.

COST AND RIDERSHIP ESTIMATES
Throughout the previous section, estimates of cost and ridership changes have been cited. This
section describes the methods used to calculate these changes.
Table 18 presents changes in revenue miles and revenue hours as a result of the pwposals.
Because labor costs are such a large portion of overall system costs, the average cost per total
hour ($43.23) is used in cases where there are changes in revenue hours. Note that usc of this
average cost will overstate the actual costs involved, because many of the factors contributing to
average cost (such as administrative functions and overhead) are not affected by the proposed
changes. In terms of arriving at a ballpark figure for costs, however, this procedure is accepta()le.
For proposals where there are changes in revenue miles only, an estimated unit cost of$ 1.00 per
revenue mile is used. This estimate includes the cost of diesel fuel, maintenance and wear and
tear on the vehicles.
Ridership and revenue increases are estimated based on the extent of changes to a route, standard
service elasticities (adjusted for specific circumstances), and professional judgment concerning
the impact of specific changes on ridership. For the Routes I and 3 restructuring, it is assumed
that ridership will increase by five percent as a result of streamlining the routes and serving
downtown, even though actual vehicle miles of service will decrease. For Route 2, a 20-percent

I
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increase in service is expected to resu.l t in a 12-percent increase in ridership, based on a standard
service elasticity of +0.6. For the Route 6 schedule adjustment, headways will be lowered to 30
minutes in the areas served by Routes 6 and 13 but frequency of service will remain stable at two
buses per hour, so a I 0 percent ridership increase on each route is forecast. Doubling service on
Route II is estimated to increase ridership by 50 percent, because the standard service elasticity
can not always be applied in cases of large service changes.

Finally, evening service is

anticipated to attract I 0 percent of current daily ridership on the affected routes (Routes 14 and
15 are averaged), in accordance with experience at other systems with evening service. These
percentage changes are applied to both ridership and revenue totals, i.e., the average fare paid by
current riders is assumed to remain unchanged.
Table 18

Estimated Change in Service Levels Ass<H:iated with Route Revisions
Ac:llon

Current
Annual
Revenue

Proposed
Annual
Revenue

Miles

..r,lllee

Current
Annual
Revenue
Hours

Proposed
Annual
Revenue
Hours

1. Restructure Routes 1 a nd 3

87,558

68,184

6,390 · No Change

2. Straighten Route 13 along Ninth Avenue

49,669

45,754

3,862 No Change

3. Restore midday service on Route 2

25,947

33,750

2,643

4. Adjust the Route 6 schedule

41,411

5. Shorten the turnaround path for Route 6

41 ,41 1

35,081

6. Increase frequency of service on Route 11

66,193

122,241

7. Institute evening service

NA

8. Split Routes 5 and 9 into separate routes
9. Restructure Route 12
Total for Affected Routes
(counting Route 6 once)
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172,921

No Change

61,639

No Change

37,402

36,382

481,101

575,952

3,153

4,044 No Change
4,044 No Change
3,856

NA

7,121
4,080

12,362 No Change
2,007 No Change
35,184

43,274
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Table 19 shows changes in annual operating costs and in revenue, and calculates the net fiscal
impact for each proposed revision. Total changes in costs and revenue for all proposals combined
are also presented. The net fiscal impact of all changes is -$232,000, but note that the costs of
the two most expensive changes (increased frequency on Route II and evening service) are
responsible for this sum;' without these two proposals, net impact would be positive.
Table 19

Cost and Revenue Impacts or Recommendations

.

Action

Increase/
(Decrease}
In Annual

Annual
Revenue

Operating Cost

1. Restructure Routes 1 and 3

Net ,
Aseal ·
Impact

($19,374)

+$1,715

$21,089

2. Straighten Route 13 along Ninth Avenue

($3,915)

No Change

$3,915

3. Restore midday service on Route 2

$22,047

+$3,099

($18,948)

+$7,698

$7,000

($6,330)

No Change

$12,203

6. Increase frequency of service on
Route 11

$132,284

+$27,300

($104,984)

7. Institute evening service

$176,378

+$27,899

($148,479)

No Change

so

($1,020)

No Change

($1,020)

$300,070

+$67.712

($232,358)

4. Adjust the Route 6 schedule
5. Shorten the turnaround path for Route 6

8. Split Routes 5 and 9 into separate routes

9. Restructure Route 12
Total

No Change

No Change

ECAT'S FUNDING STRUCTURE
ECAT's funding structure includes federal, state, and local sources. For fiscal year 1995, federal
funding includes Section 9 funds, while state funding includes Florida Department of
Transportation (FOOT) operating assistance and FOOT urban corridor funds.

In addition to

revenue generated by the transit system (which includes passenger fare revenues, special transit
fares, auxiliary transportation funds, and other non-transportation funds), at the local level
Escambia County and the City of Pensacola also provide funding. Currently, Escarnbia County
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does not have any funds dedicated to transit at their source. The total operating budget for fiscal
year 1995 is $4,483,403. Table 20 shows the breakdown ofECAT's budgeted operating funding
sources for FY 1995. Capital grants that have been requested for FY 1995 from federal and state
sources, as well as the county, are listed in Table 21.
Table 20
ECAT Budgeted Sources of
Operating Funding (FY 1995)
Funding Type

Percent of
Total Funding

Federal Funds
Section 9

22%

Planning Reimbursement

2%

State Funds
FOOT Operating Assistance
FOOT Urban Corridor

14%
4%

Loeal Funds
Directly Generated Funds

29%

City of Pensacola

14%

Escambia County

15%

Source: ECAT

Table 21
ECAT Requested Capital Grants
(FY 1995)
Items
·New Buses

Dollar Amount
$1, 100,000

Capital Maintenance Parts

$75,000

Maintenance Equipment

$20.000

Office Equipment
Two Service Vehicles

Bus Stop Signs and Poles

$5,000

$36.000
$5,000

Sprinkler System for Building

$43,000

Facility Repair

$20,000

Source: ECAT
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Available Transit Assistance Funding Sources
This section describes cUITent sources of trllm-portation funding for systems operating in Florida.
The sources of the three types of funding: federal, state, and local, are listed and briefly
discussed. The presented information is from the Florida Five-Year Statewide Transil
Developmem Concepts prepared by CUTR. Also illustrated are tax revenue scenarios for possible

sources of additional funding for transit.
Federal Funding Sources

Federal Highway Administration (FHWA) Trust Fund. Mass Transit Account - Currently, one
cent of the 18.4 cents per gallon federal gas tax is distributed to the states through formulas and
discretionary apportions. Beginning October I, 1995, 0.5 cents will be allocated directly to local
governments. These funds are used for capital expansions of local government transit systems.
lntermodal Surface Transportation Efficiency Act OSTEA> of 1991, Flexible Funds- The six-year
total available funding (through 1997) is more than $155 billion, with $31.5 billion being
allocated directly to transit through the Federal Transit Administration (FTA). Of this amount,
$18.2 billion is from FHWA's Mass Transit Account, and the remainder is appropriations from
the general fund. Also, flexible funds are available through FHWA that augment typical FTA
grants. These funds (which amount to almost $70 billion over the six-year time period) are in
addition to the $31.5 billion specified for public transit, and are a part of Title I, Surface
Transportation Program (STP). STP purposes include non-operating assistance programs eligible
under the Federal Transit Act. In 1992, total flexible funds allocated to areas in Florida with
populations greater than 200,000 (including Pensacola!Escambia County) amounted to
$98,715,255.
Stare Funding Sources

State Transportation Trust Fund CSTTF) - The two major contributors to this fund are state fuel
sales tax revenue (of which about 90 percent goes to the STTF), and the State Comprehensive
Enhanced Transportation System (SCETS) tax. Other sources include Florida's fuel use tax,
aviation fuel tax, vehicle licensing fees, initial auto registration fees, and rental car surcharges.
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Through the year 2000, 14.3 percent of all revenues distributed to the STTF are to be dedicated
annually by FOOT for public transit and capital rail projects. Between five and seven percent
is committed to surface passenger transit (this amount increases to IS percent in 200 I).
From the STTF, block grants are issued to the state's transit operators pursuant to Florida Statute
341.053. All Section 9 providers receive $20,000 or an amount equal to the level of local tax
revenue secured by the provider, whichever is less. The remainder of the funds allocated to block
grants are disbursed to all eligible Section 9 and Section 18 providers according to a distribution
formula. Block grants can be used for costs associated with public bus transit and local public
fixed guideway capital projects, with public bus transit service development and transit corridor
projects, and with public bus transit operations. Additionally, IS percent of block grant funds
are transferred to the Transportation-Disadvantaged (TO) Trust Fund. Table 22 indicates a
schedule for the distribution of block grant funds to ECAT over the next five years.

Table 22
FDOT Schedule for Distribution of Block G rant Funds
(Based on 1990 Population, Revenue Miles, and Passenger Trips)

Escambia County Area Transit

1994195

1995196

1996/97

1997/98

1998/99"

$546,417

$583,559

$588,536

$591 ,210

$594,268

Source: Florida Five- Year Statewide Transit Development Concepts

One-Cent Gas Tax Revenues- Revenue from a one-cent gas tax is an additional source of transit
funding. Based on historical and forecast gasoline consumption, projections of revenue from such
a tax were calculated for each county in Florida. Forecast revenue for the years 1994 through
1999 are illustrated in Table 23.
State Sales Tax Revenues - This is another potential source of public transportation funding.
Revenue from a one-cent per dollar sales tax was projected for the years 1994 through 1999 for
all of Florida's counties. These forecasts were derived from data on taxable sales and sales tax
collections from the Florida Department of Revenue. The estimates are shown in Table 23.
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Table 23
Forecast of Tax Revenues for Escambia County (in thousands)
1994

Tax Revenues
One-cent State
Gasoline Tax Revenues
One-cent per Dollar State
Sales Tax Revenues

1995

1996

1997'

'

$1,183.2

$1,207.1

$1,228.7

$1,249.9

$22,409.0

$23,529.0

$24,706.0

$25,941.0

'

1998
$1,270.3

•<

1999

..

'

$1 ,289.8

$27,238.0 $28,600.0

Source: Florida Five-Year Statewide Transit Development Concepts

Local Funding Sources
Individual County Transportation Trust Funds - Such trust funds receive money from sources
including the constitutional gas tax (20 percent of which goes to the counties), the county gas tax
(72 percent of which is directed to the county trust funds), the state's fuel use tax (four percent
of these revenues go to the county trust funds), alternative fuels tax (six percent of which is
directly distributed to the counties), a local option gas tax (revenues may be used for any
transportation-related purpose, and are subject to the standard 7.3 percent staie remittance to the
general revenue fund), and the "ninth-cent" tax (also known as the Voted Gas Tax, after the state
surcharge, full proceeds may be used for any legitimate county or municipal transportation
purpose). Table 24 presents forecasts of revenues from a $0.05 local option gas tax for Escambia
County for the years 1994 through 1999. The estimates were derived from forecast gasoline
consumption rates for the county.
Table 24
Forecast Revenues from a $0.05 Local Option Gas Tax in Escambia County
1994

1995

1996

'1997

1998

1999·

$6,095.025

$6,215,535

$6,326,775

$6,438,015

$6,539,985

$6,641,955

Source: Florida Five-Year Statewide Transit Development Concepts
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Dedicated Millage Rates - Currently, four counties in Florida dedicate millage to their transit
system. Such ad valorem taxes have been a major source of revenue for the systems. In fiscal
year 1991, more than 55 percent of Hillsborough Area Regional Transit's revenues originated
from this source. In addition, Pinellas Suncoast Transit Authority was provided with more than
60 percent of its total resources from dedicated millage. The two other systems receiving revenue
from dedicated millage rates are VOTRAN in Volusia County, and Lakeland Area Mass Transit
in Polk County.
Local Option Sales Tax - Another potential source of funding is through a local option sales tax,
with proceeds dedicated to public transit. Escambia County currently levies one of the six local
option sales surtaxes at a rate of one percent Projected revenues from this tax for fiscal year
1993 were $21,472,000.
Municipalities

Individual municipalities rece1ve transportation funding primarily from the state-initiated
municipal gas tax (revenues from which may be used for any legitimate transportation purpose
within the municipality) and the local option gas tax which was discussed previously
(approximately 29 percent of net proceeds are allocated to municipalities).
MULTI-JURISDICTIONAL TRANSIT AUTHORITY
In recent years ECAT has had discussions regarding the potential extension of transit service to
neighboring Santa Rosa County. Given existing population trends, which show high levels of
growth in Santa Rosa County, it is likely that there will be continued interest in this issue. In
order to provide transit service outside of Escambia County, ECAT has three options:
• enter into an interlocal agreement with Santa Rosa County;
• upon certain provisions, become a regional transit authority under existing legislation; or
• enact "specific" legislation to fit the needs of the local area.
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Currently only two of the 18 public transit "motor bus" operating agencies in Florida are able to
operate bus service in more than one county under their current charters/policies. Nine of the
remaining systems operate under the jurisdiction of County government, four under City
government, and three others are independent authorities without the legislative ability to operate
in other counties. Only the Hillsborough Area Regional Transit Authority (HART) in Tampa,
and the Central Florida Regional Transportation Authority (Lynx) in Orlando are legislatively set
up to be able to operate transit service in more than one county. Lynx currently operates serviee
in Osceola, Seminole and Orange counties.

HART currently only operates service in

Hillsborough County, though the Regional Transportation Authorities Law under which it was
established allows an adjoining county to join the Authority in its regional transportation area.
Separate to this issue, HART and PSTA (in adjoining Pinellas County) both currently operate
express bus service on adjoining bridges across county lines under interlocal agreements.
HART was formed under Chapter 163.565 of the State of Florida Statutes as a "Regional
Transportation Authority". This legislation is not specific to HART though HART is currently
the only authority formed under this legislation. The full Statute is contained in Appendix F of
this report. This legislation allows any two or more contiguous counties, municipalities, other
political subdivisions, or combinations to develop a charter under which a regional transportation
authority may be constituted, composed, and operated. The board of directors of the authority
shall consist of at least one director representing each member, and two directors appointed by
the Governor.
The purposes and powers of the Authority as stated in the legislation are:

... to purchase, own, or operate, or provide for the operation of. transportation facilities;
to contract for transit services; to exercise power of eminent domain limited to right-of-way
and contiguous transportation facility acquisition and subject to further limitations set forth
in the authority charter; to conduct studies; and to contract with other governmental
agencies, private companies and individuals...
An interesting power of the Regional Transportation Authority Statute is its Special Region
Taxation provision. This provision allows any Regional Transportation Authority created under
this statute to be deemed a special tax district and authorized to levy an ad val.orem tax based on
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full valuation of real property not to exceed 3 mills in the areas affected by the authority as
approved by a majority of its members and by referendum. HART currently is authorized to tax
at a rate of 0.50 mills.
Lynx was recently formed under Chapter 343.61 of the State of Florida Statutes creating the
"Central Florida Regional Transportation Authority" (see Appendix F). This statute is specific
to the tluee counties of Osceola, Seminole and Orange in central Florida, and is similar to the
Regional Transportation Authority legislation, except that there is no specific taxing powers
contained in the legislation.
Based on the near-term transit needs of adjoining Santa Rosa County, it is probably not necessary
to undergo the formalized process of forming a Regional Transportation Authority, although the
prospects of having the ability to implement a local dedicated funding source need to be
considered. Further, the process to have local state legislatures enact a statute specific to the
needs of the region may be burdensome and unnecessary. CUTR recommends that ECAT and
Santa Rosa County develop an interlocal agreement for the provision of multi-county transit
service to be operated by ECAT, including provisions for funding of associated capital and
operating costs.
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IMPLEMENTATION PLAN
MARKETING ANALYSIS
Currently, ECAT has $38,000 budgeted for marketing and promotional activities. Of this amount,
approximately $3,000 per month is spent on radio, television, and newspaper advertisements,
other promotions, and giveaway items (such as pens, pencils, etc.). In addition, about $200 per
month is spent on traffic promotions.
As reported in a previous chapter, key local officials who were interviewed as part of this study
emphasized the need for additional marketing activities to increase awareness of ECAT and to
encourage discretionary riders to try the system. ECAT established a marketing department that
has been increasingly active .o ver the last two years. One way of gauging the level of marketing
activity is to compare ECAT's marketing budget to those of other "peer" systems throughout
Florida. These systems operate in areas of similar geographic size, and utilize fleets of similar
size (in this case, the systems all operate between 10 and 49 motorbuses in maximum service).
The systems also have other comparable operating characteristics. For this analysis, the peer
systems are those Florida systems used for ECAT in CUTR's annual Performance Evaluation of

Florida's Transit Systems. Table 25 lists ECAT's peers.
Table 25
ECAT's Florida Peer Transit Systems
ECAT's Florida Peer Systems
Gainesville Regional Transit System

RTS

Tallahassee Transit

Taltran

Easl Vofusia Transit

VOTRAN

Lee County Transit

LeeTran

Sarasota County Area Transit

SCAT

Lakeland Area Mass Transtt District

Citrus Connection

Space Coast Area Transit (Brevard County)

SCAT
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Each of these agencies was contacted in order to gain knowledge concerning their marketing
plans. The systems supplied CUTR with information such as their total marketing budgets, and
how the money is spent. Table 26 shows the total marketing budgets for ECAT and its peers in
fiscal year 1995. The budgets range from $23,000 (SCAT- Brevard County) to $130,000 (Citrus
Connection). ECAT's total budget is approximately 34 percent below the peer group mean of
$57.221.25.
Table 26
Peer Analysis - Marketing Budgets
(FY 1995)
System

Marlletlng Budget

Citrus Connection

$130,000

SCAT- Sarasota

$69,000

Taltran

$67,000

RTS

$50,000

leeTran

$47,400

ECAT

$38,000

VOTRAN

$33,370

SCAT - Brevard

$23,000

P"rAverage

$57,221

Lakeland's Citrus Connection has a marketing budget of$130,000. This amount includes $4,000
for advertising fees, such as if they need to hire a private contractor for their rider's digest, or
for artwork and design. Most of the budget is allocated for radio and television advertising.
They do not advertise much in the newspaper.
In Sarasota, 25 percent of SCAT's marketing budget is for television promotions, another 25
percent is for radio advertising, and 20 percent is allocated for advertisements in the newspaper.
Five percent of the budget goes to an "other" print media category, and 25 percent is classified
as miscellaneous. Other types of marketing activities that SCAT is involved in include spreads
in "welcome" magazines and other similar media that tourists and new residents would pick up,
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advertisements in high school programs for athletic events, advertisements in White Sox spring
training programs, and booths at fairs. SCAT also uses giveaway promotional items such as pens,
pencils, and magnets. Sometimes, SCAT utilizes direct mail campaigns. The marketing budget
varies from year to year, depending on the needs. If, for example, new service is introduced,
greater percentages of the budget may be allocated for television, radio, or newspaper advertising.
Taltran's marketing budget is categorized according to different marketing activities that occur
throughout the year, or during certain times of the year. For the year, $12,000 is budgeted for
their media campaign (print advertising and car cards); $3,000 is budgeted for the design and
production of printed customer information materials; $2,500 is allocated for the Employee Pass
Program; $600 is for awards in the Employee Relations Program; and $9,000 is budgeted for a
direct mail campaign (materials, processing and postage) which also targets new residents.
$3,000 is also budgeted annually for miscellaneous marketing activities and supplies.
Taltran also takes part in seasonal activities such as Christmas At The Plaza ($1 ,500 budgeted
for premiums and lights) and Springtime Tallahassee ($3,500 for promotional and contest
materials). For the Fourth of July Liberty Express, $2,000 is allocated for premiums and radio
advertising. There is also a Summer Youth Pass Program and a Back To School program that
utilize printed materials and radio and print advertising. These programs are budgeted at $8,300
and $8,600, respectively. Finally, funds are allocated for special events such as Tribe Ride and
Spirit Express ($10,00()), and Transit Appreciation Day ($3,000).
Gainesville RTS' $50,000 marketing budget consists of$35,000 for all advertising, and $15,000
for printing costs. The Gainesville system concentrates on print advertising, and uses special
brochures since, in its experience, the public responds better to print. Advertisements on
television and radio have not been as successful. RTS is considering a campaign involving
advertisement packets hung on residents' doors. The packets would contain system information
and free bus tickets. However, they have faced some opposition from city officials who cite
safety concerns such that if no one is at the home to bring in the packets, the residence will
appear obviously unoccupied (thus possibly becoming a target for crime).
In fiscal year 1994, LeeTran budgeted $52, I 00 for promotional purposes, while $60,030 was
actually allocated. Of the actual amount, 33 percent was budgeted for television advenising.
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However, for fiscal year 1995, the marketing budget is $47,400, and no money is allocated for
television. For advertisements in newspapers and other literature, $15,000 is budgeted; $23,400
is budgeted for route schedules and maps; and $3,000 is allotted for novelty items. Additionally,
$6,000 is planned for supergraphic buses: LeeTran's current supergrapbic bus features dolphins
and manatees.
No specific info is available at this time for VOTRAN except the total budget amount of$33,370.
VOTRAN is sending additional information, which will be included in the final report.
Currently, Space Coast Area Transit (SCAT) in Brevard County has $23,000 budgeted for
promotional activities. Some of the funds from this budget were used recently to redesign the
system's logo. Also, radio commercials were used for the first time to advertise new service in
the county and the new Saturday service. As a tradeoff, the radio station puts up signs on the
interior of the buses. In addition, SCAT prints flyers and newspaper inserts, and uses giveaway
items such as pens, pencils, and mugs. Recently, the system applied for a service development
grant with the state ($50,000 would come from Brevard County and $50,000 would come from
the stale) to be used in the development of a more sophisticated marketing plan.
ECAT ranks sixth among the eight peer systems in terms of marketing expenditures, and is
approximately $20,000 below the average amount. It should be noted, however, that the average
is driven up by the unusually large marketing budget for the Citrus Connection; the average
marketing budget excluding the Lakeland system is $46,824, almost $9,000 higher than ECAT' s
budgeted amount. The observations by the various systems on the relative effectiveness of print,
television and radio advertising suggest a lack of consensus. It may be that the effectiveness of
a given medium depends on the target audience, or the nature of the local market. Other
contributing factors include the frequency with which an advertisement is run and the quality of
the advertisement itself.
Another useful measure of marketing budgets is budget per thousand riders. Table 2.7 presents
the marketing expenditures per thousand riders for the peer systems. The FY 1995 marketing
budgets are used in Table 27, along with the most recent validated ridership data (FY 1993).
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The marketing budgets per thousand riders vary dramatically, from a low of $10.28 for VOTRAN
to a high of $174.24 for SCAT- Brevard. ECAT ranks fourth on this list at $30.14, slightly
below the peer average of $30.51. On a per-rider basis, then, ECAT' s marketing budget is
typical of budgets for agencies of its size.
Per-rider marketing expenditures ean be somewhat misleading. There is a certain level of fixed
costs in marketing programs, since an advertisement gains in effectiveness with repetition. Once
a decision to use print, television or radio is made, sufficient resources must be allocated to
ensure that the media selected are used appropriately.

One of the worst decisions that a

marketing department can make, typically in using a more expensive medium such as television,
is to restrict the frequency of advertisements to the point at which they are ineffective.

In

addition, an argument can be made that low-ridership systems should spend proportionately more
in marketing to increase their ridership. SCAT - Brevard is a good example of the need to
interpret these findings with care. SCAT - Brevard has only recently begun to supply fixed-route
bus service within its service area. It has the lowest ridership and the lowest marketing budget
among the eight peer systems. However, it ranks highest in budget per thousand riders. This is
primarily a reflection of its market situation and its intention to promote growth in fixed-route
transit ridership, but without this knowledge one could interpret the results shown in Table 27
as indicating that the agency is spending too much on marketing.
Table 27

Peer Analysis - Marketing Budget per Rider
System
SCAT - Brevard

Marketing
Budget

Ridership In
Thousands

(FY 1995)

(FY 1993)

Budget per
Thousand
Riders

$23,000

132.00

$174.24

Citrus Connection

$130,000

981.91

$132.40

SCAT - Sarasota

$69,000

1,317.85

$52.36

ECAT

$38,000

1,260.87

$30.14

LeeTran

$47.400

1,748.92

$27.10

RTS

$50,000

2,370.20

$21.10

Taltran

$67.000

3,944.23

$16.99

VOTRAN

$33,370

3.247.41

$10.28

$57,221

1,875.42

$30.51

P""r Average
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In summary, ECAT's marketing budget is below the average budget for systems of similar size
(its peer systems). In tenns of budget per thousand riders, ECAT is close to average. Given the
expressed intentions of key local officials in Escambia County to increase awareness of the transit
system, particularly among discretionary riders who have other travel options available, CUTR
recommends that ECAT consider moderate increases in the marketing budget, as funding becomes
available. A marketing budget in the range of $40,000 to $50,000 would be appropriate to help
ECAT achieve its goals. Creative use of trade (or in-kind) agreements with local media (e.g.,
trading advertising space on brochures, the ride guide, system map, or the buses themselves
in exchange for newspaper space or air time) should be pursued as a means to increase marketing
activities without increasing the marketing budget.

CAPITAL PLAN
With the recent purchase of twelve 30-foot Orion buses in 1992, along with the construction and
successful implementation of the new Transfer Center at Fairfield Drive and L Street, ECAT has
positively positioned itself in regard to major capital purchases for the near future. The only
major capital purchases in the near tenn involve the continued planned replacement of the
General Motors buses purchased in 1974. Table 28 presents the projected ECAT capital
purchases for the next five years.
As shown in Table 28, five 30-foot buses will be purchased in both fiscal years 1995 and 1996,
and three buses are scheduled for purchase in 1997. This will complete the short term bus
replacement needs of the system. Based on the cwrent bus fleet size, it will not be necessary for
ECAT to purchase expansion buses in the near future, even with the need for an additional peak
bus to implement the proposed expansion of service on Route II . The cost for the purchase of
the thirteen 30-foot replacement buses is $2,860,000 or $220,000 per bus.
Other capital items scheduled for purchase during this time period include miscellaneous
maintenance equipment projected at $75,000 per year, and office and computer equipment at
$5,000 for 1995; $7,000 for 1996; and $2,000 for each year through 2000. The total projected
cost for this capital plan through FY 2000 is $3,330,000.
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Table 28
ECAT Capital Acquisition Plan
Item
30-foot Replacement Buses
Miscellaneous Maintenance Equipment
Office and Computer Equipment

------------------------------------30-foot Replacement Buses

Units to be·

Cost.

Purchased

per Unit

Total
Project Cost

5

$220,000

$1,100,000

1995

NA
NA
.........................

NA
NA

$75,000

1995

5

-----·---$220,000

Miscellaneous Maintenance Equipment

NA

NA

Office and Computer Equipment

NA

NA

3

$220,000

NA
NA

NA

------------------------------------- ----------- --------30-foot Replacement Buses

Miscellaneous Maintenance Equipment
Office and Computer Equipment

------------------------------------Miscellaneous Maintenance Equipment

Office and Computer Equipment

Office and Computer Equipment

------------------------------------Miscellaneous Maintenance Equipment
Office and Computer Equipment

$5,000

1995
-----------------------$1 ,100,000
1996
$75.000

1996

$7,000
1996
----------------------$660,000

1997

$75,000

1997

$2,000
NA
1997
-------·--------------------------------NA
NA
$75,000
1998

NA
NA

------------------------------------- --------·--Miscellaneous Maintenance Equipment

Fiscal Year
of Purchase

NA

..............................

NA
NA

NA
NA

......................

$2,000

....................................

1998

....................................

$75,000

1999

NA

$2,000

1999

NA

$75.000

2000

NA

$2,000

2000

--------- ------------- ------------

IMPLEMENTATION PLAN
Several s hort-term recommendations have been advanced in previous technical memoranda and
reports. These are summarized in this section by general category (fleet composition, routes and
schedules, and marketing), and an implementation schedule is suggested.

Fleet Composition
At the beginning of this project, CUTR addressed the optimal size of a transit vehicle in operation
in Escambia County. The recommendation was to continue to use 30-foot buses, similar to those
newly purchased in 1992, and not to switch to vans or smaller buses. As noted in the previous
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section, the capital plan anticipates a continuation of the bus replacement program, so that by FY
1997, ECAT will have 25 thirty-foot buses in its fleet. The origirtal bus replacement schedule
is still valid and should be followed.
Routes and Schedules
Chapter 7 included a series of route and schedule recommendations, summarized below:
• restructure Routes I and 3;
• straighten Route 13 along Ninth Avenue;
• restore midday service on Route 2;
• adjust the Route 6 schedule;
• shorten the turnaround path for Route 6 in downtown;
• increase frequency of service on Route II ;
• institute evening service;
• split Routes 5 and 9 into separate routes;
• restructure Route 12.
The first step in implementation is to present the findings and recommendations at the
Commissioners' Forum in February, 1995. CUTR will then make a presentation to the Pensacola
Urbanized Area Metropolitan Planning Organization at its March meeting. After the
Commissioners and the MPO have been informed of these recommendations and have offered
comments or revisions, ECAT should hold a public hearing on the package of route and sehedule
changes. Not all of the recommendations warrant a public hearing, which is generally required
if more than I0 percent of service on a route is affected, but it makes sense to include everything
in the hearing so that the public is fully informed and has a chance to comment on each of the
proposals. ECAT will then decide whether to implement some or all of the recommendations,
based on public reaction.
With the exception of the increased frequency on Route II and evening service, the net fiscal
result of the other recommendations is positive. Thus, the proposals for Routes I, 2, 3, 5, 6, 9,
12, and 13 can be implemented at the first opportunity after the public hearing. Route II and
evening service will require Service Development funds from the state. ECAT should apply for
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Service Development grants for both projects. Service Development money generally becomes
available in July, and the application will need to be completed early in the spring. Because of
the tight time frame, ECAT should prepare applications for both projects in advance of the public
hearing, so that they can be submitted immediately (assuming a positive public response).
The changes to Routes I, 3, and 12 deserve careful monitoring, including periodic ride checks
to determine where hoardings and alightings occur along the routes, over the course of the first
year of implementation. In early 1996, ECAT should evaluate the performance of all three
routes, using the productivity evaluation model described in a previous technical memorandum,
and decide whether the routes warrant continuation. Route I is of particular concern, since it
currently falls below the cutoff point suggested by the proposed guidelines.
An alternative to Route 12 for serving the George Stone Vocational Center is the proposed

crosstown route via Michigan Avenue and Brent Lane, with an eastern terminus at PJC. If Route
12's performance continues to be of concern, then ECAT can choose to replace it with the
crosstown route or to shorten Route 12 so that it operates only as far north as Michigan Avenue,
and add the crosstown route as a new route. In the latter case, ECAT should apply for Service
Development funds for F'Y !997 to institute the new crosstown route.
Marketing
Marketing a public transportation system is usually undertaken for several reasons. One is to
increase awareness of the system as a travel alternative.

A second reason is educational,

providing specific information that people need to know about the system in order to use it, such
as destinations, schedules, fares, hours of operation and bus stop locations. A third reason is to
inform riders and/or the general public about upcoming special promotions, a new service, or
changes to the system. While encouraging use of the system underlies all of these reasons,
campaigns targeted to specific segments of the population (e.g., shoppers, commuters, residents
in a particular neighborhood) is a fourth reason to market transit. In a society where travel is
dominated by the automobile, the mere existence of a transit system is not sufficient to attract
riders. This is particularly true in a locale such as Escambia County, where there are no major
parking or congestion problems.
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ECAT' s 1994 Marketing Plan contained standard and innovative ideas on getting the word out
about transit and making ECAT more a part of the conununity. One item mentioned in the plan
that is worthy of additional attention is the Transit Pass Conunuter Benefit Program.
Effective January I, 1993, a provision in the Comprehensive National Energy Strategy law
enables employers to provide employees with a transportation fringe benefit of up to $60 per
month. The benefit is for use by employees making the trip to work on public transportation or
by vanpools. Any amount up to $60 per month is tax free for the employee, and the benefit is
a tax-deductible, ordinary business expense by the employer. Some transit agencies manage their
own program, but there are private corporations that provide the service to transit agencies
wishing to issue transit vouchers for the purchase of transit fare media.
As quoted from the American Public Transit Association Transit Pass Tool Kit, the basic
provisions of the law are as follows:
• Among the fringe benefits employers may provide, the new transportation fringe benefit allows
firms to purchase transit passes or fare media or vouchers that can be used by employees to
purchase fare media, and provide the passes, media, or vouchers to any employee at no cost
or at a discounted cost.
• The value of a free or discounted pass, media, or voucher up lo $60 per month is a tax-free
benefit to the employee. If the monthly value of the benefit exceeds $60, the employee is
liable for income tax only on the amount over $60. Since ECAT's monthly pass costs $30
($20 for the Blue Angel Express pass), this provision is not a concern.
• Employers may deduct their cost of the transit benefit~p to $60 monthly per employee-as
an ordinary business expense.
• Commuters who drive to park-and-ride lots in order to use public transportation or
car/vanpools for the commute to work may receive up to $155 in tax-free parking benefits
from their employer in addition to the $60 per month transit commute benefit.
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From a transit operator's point of view, marketing should begin by targeting the small employer
market. Although greater effort is involved in this approach, given the large number of small
firms, small employers are likely to be more receptive because the benefit is a lower cost
alternative to providing cash. Transit voucher programs allow small businesses to distinguish its
benefits from the large employers. This increases the number of employers enrolled in the
program. It will also contribute to the decision of large employers to accept the program to
maintain a competitive edge in recruiting via its compensation and benefits programs.
Transit voucher programs are available in many major cities including New York, Philadelphia,
San Francisco, and Washington, D.C. The administration of the program can take many forms
including a contract with non-profit organizations (e.g., Transit Center in New York), a contract
with for-profit businesses (Commuter Check Corporation in Philadelphia and San Francisco), and
a largely self-administered program (WMATA in Washington, D.C.).
Another type of program is the Eco Pass program in Denver. It is an annual, unlimited-use photo
identification pass covering transportation on all routes operated by the public transit agency.
Employers purchase passes and provide them to all their employees as a fringe benefit. Prices
paid are determined by the level of adjacent transit service and the size of the employer. The
annual cost ranges from $25 per employee for an employer with at least 250 employees and low
levels of transit service to $180 per employee for a large employer with at least 65 daily bus trips
in proximity to the employer. The price structure is based on estimates of lost farebox revenue
as well as increases to service, capital costs, and administrative costs. The unit cost per employee
is low because the cost is spread among the entire work force. A guaranteed ride home program
accompanies the program in the event the individual has a personal emergency and needs to leave
work early. Eco Pass program is on a larger scale than what ECAT can reasonably pursue now,
but it offers an interesting concept for possible future use.
CUTR recommends that ECAT establish a transit pass commuter benefit program in 1995. It
may be possible to work through the Chamber of Commerce, the Downtown Improvement Board,
University Mall, and Cordova Mall to publicize the program among small businesses. The
program allows ECAT to target commuters, an important market for increasing transit usage.
The tax benefits associated with this program offer a real inducement for businesses to become
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partners with transit. ECAT should be able to administer the program itself, barring an
overwhelming initial response.
ECAT may also wish to investigate ways to encourage transit usage among public employees of
the city and the county. A program to purchase passes at work, similar to the commuter benefit
program but without the tax benefits for the (public) employer, is one way to encourage purchase
of mo"nthly passes and increased use of the transit system.
In general, marketing activities should be continued and expanded, if sufficient funding is found.
As shown in the first section of this report, ECAT's marketing budget is at the low end of the
range for systems within Florida in its peer group. Well-conceived and properly executed
marketing programs and campaigns can pay for themselves with increased ridership, and they
offer the added bonus of increased good will within the community.
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Chapter 9
TRANSIT STRATEGIES FOR
CONGESTION MANAGEMENT
Unlike previous chapters, this portion of the report shifts the study's focus to the long term,
particularly the year 2020. The Pensacola Urbanized Area MPO is in the process of updating its
2020 transportation study Plan Update. The purpose of Chapter 9 is to develop transit strategies
to be included for evaluation as part of the Congestion Management System in the plan update.
While the year 2020 is the primary focus for this undertaking, the interim years 2000 and 2005
will also receive attention.
The first section in this chapter identifies congested corridors for the year 2020, 2005 and the
current year. This information has been provided by Post Buckley Schuh and Jernigan, the
consultant developing the year 2020 Plan Update. "Deficient" corridors (i.e., roadways operating
at an unacceptable level of congestion) have been defined on a series of maps. For the year
2005, deficiencies are evaluated with respect to the "E+C" network that represents existing
roadways plus those committed to be built by 2005. For the year 2020, deficiencies are evaluated
with respect to the 2015 Needs Plan Network under the assumption that needed roadway
improvements identified in the previous transportation study for the year 2015 are in place by that
time. Congested corridors within the current ECAT service area receive the greatest attention in
the current year and 2005.
The second section identifies transit-related strategies that can help to alleviate congestion. This
section also summarizes the transit network and service frequencies expected to be operated in
the years 2005 and 2020.
The third section identifies strategies beyond the fixed-route transit network that may be
appropriate for inclusion in the plan update. These include transportation demand strategies as
well as land use and access management concepts discussed in greater detail in Chapter I0.
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CONGESTED CORRIDORS
Figure 50 shows existing roadway deficiencies and the current transit service coverage area.
Most of the congested corridors are within the existing service area. Brent Lane is an interesting
exception, because there is no crosstown service in that area. The Pensacola Bay Bridge also
stands out as a congested location outside of the service area.
Figure 51 shows projected roadway deficiencies for the year 2000, assuming the e>listing road
network plus committed improvements (E+C). Once again, Brent Lane and the Pensacola Bay
Bridge are the obvious congested corridors outside of the existing service area, along with a
portion of Michigan Avenue.
Figure 52 presents projected roadway deficiencies for the year 2005 on the E+C network.
Figure 53 presents the same information for the year 2020, assuming the 2015 needs network is
in place.
These figures aid in identifying congested locations where route extensions and/or improved
frequencies are warranted as congestion mitigation measures. Possible transit strategies are
discussed in the next section.
TRANSIT STRATEGJES
There are several possible actions for transit agencies to take in attempts to mitigate congestion.
One major problem is that buses encounter the same level of roadway traffic and congestion that
automobiles face, and so it is difficult to attract passengers by improving travel times in
congested conditions unless a separate right-of-way is provided for the transit vehicle. For buses,
this would generally translate to a high-occupancy-vehicle (HOV) lane, in which only vehicles
carrying at least two passengers would be lawfully permitted. Short of constructing special-use
lanes, however, there are alternatives that can make the transit system more attractive to potential
riders and thus help to provide some congestion relief.
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Figure 50

Existing Roadway Deficiencies and
Transit Service Coverage Area
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Figure 51

Year 2000 Roadway Deficiencies (E&C)
and Transit Service Coverage Area
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Figure 52

Year 2005 Roadway Deficiencies (E and C)
and Transit Service Coverage Area
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Figure 53

Year 2020 Roadway Deficiencies (E&C)
and Transit Service Coverage Area
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Transit strategies presented in this section include the following:
• expansion of the transit network and service area;
• improved frequency;
• HOV corridors;
• increased transit amenities;
• innovative service.
Each of these strategies is discussed below in greater detail.
Expansion of the Transit Network
This is perhaps the most straightforward option, involving route extensions and new service to
growing areas outside the current service area. From the standpoint of congestion management,
these extensions should be tailored to serve the most congested roadways. These roadways are
often located in fast-growing areas, but there are also extensive segments that are deficient within
the current service area. This strategy_addresses the congested roadways currently unserved by
the ECAT route network. Areas of particular interest include:
• the Pace and Milton areas in Santa Rosa County;
• Gulf Breeze and Pensacola Beach;
• east-west roadways within the current service area that are candidates for crosstown service.
Within the next five years, congestion levels and the number of deficient roadways outside the
existing ECAT service area are relatively minor. The bridge connecting Pensacola and Gulf
Breeze is problematic, there are roadway deliciencies in Milton, and by the year 2000 there will
be increased congestion along U.S. 98 in Gulf Breeze. ECAT is not at a point where it is ready
to extend service outside of Escambia County; the short-term recommendations focus on
strengthening the existing network. However, the short-term recommendations did include the
possibility of instituting crosstown service via Michigan Avenue and Brent Lane between Mobile
Highway and 12th Avenue. By the year 2000, this should become a reality, helping to address
congestion along Brent Lane between Old Palafox Highway and 12th Avenue and along portions
of Michigan Avenue.
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By the year 2005, congestion along Airport Boulevard may justify additional crosstown service
in this corridor between the airport and Old Palafox Highway. In the southwestern portion of
Escambia County, increased congestion along Lillian and Gulf Beach Highways suggests the
possibility of route extensions or (a more likely alternative) the institution of some type of
limited-stop service similar to the current Blue Angel Express. The transit network in the year
2005 is also expected to include service to Pensacola Beach and Gulf Breeze.
Express service connecting Pace and Milton with Pensacola will be added to the ECAT route
network by the year 2020. It is anticipated that this service will operate along U.S. 90 and Davis
Highway. Within Milton, a small circulator system might operate as a feeder service that also
provides local accessibility. Express service will also be provided along the I-lOII-I 10 corridors,
connecting Avalon Beach with Pensacola. The year 2020 might be the time tor a northward
extension of service along Pensacola Boulevard/Route 29.

Improved Frequency
Given the existing structure of the ECAT system, with timed transfers at the Transfer Center on
the hour and the half-hour and most routes operating one bus every hour, improving frequency
generally translates to doubling service on a particular route. Since this is a fairly dramatic and
costly change, it has been recommended in the short-term (i.e., before the year 2000) only for
Route I I. The route evaluation process did identify other routes that are logical candidates for
increased frequency; in this section, a time frame for these improvements is suggested.
In 2005, it is anticipated that the frequency of service will be two buses per hour on Route 5 (9th
Avenue) and Route I 4 (NAS). If the changes to Routes I and 3 are not permanent, then Route
15 would also have a frequency of two buses per hour, but the revised Route 3 provides
additional service along the busiest portion of Route 15. Service on Route 18 (Blue Angel
Express) will increase from seven trips per day to 12 trips per day. Route 9 (Davis Highway)
will be extended to serve the University of West Florida with hourly frequency along the current
Route 9S path, resulting in an effective improvement in service frequency to Route 9S.
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Route 9 and the crosstown Michigan/Brent route will both have frequencies of two buses per hour
by the year 2020, while Route 16 will operate four buses per hour. No other frequency changes
arc anticipated.

High-Occupancy Vehicle Lanes
As noted above, HOV Janes provide a clear travel time differential in favor of transit vehicles and
carpools, and so are an effective means of persuading potential riders to use transit. HOV lanes
work best on limited-access highways, although large cities have established bus-only Janes at
ce~:~ain times of the day on aJ:terial streets. Congestion is a prerequisite for instituting HOY lanes.
Given projected roadway conditions in the Pensacola urbanized area, HOV lanes on I-10 and II I 0 would be an effective. alternative only in the year 2020. However, there are less capitalintensive means to give preferential treatment to high occupancy vehicles. For example, an HOV
toll booth on the Bob Sikes Bridge to Pensacola Beach would encourage carpooling to the beach
in the peak season and at other times wben there is congestion, in addition to encouraging transit
ridership when a beach route is established.
Another proposal to encourage transit use is to equip buses with devices that pre-empt the red
cycle at traffic signals, thus allowing buses to avoid red lights, increase their average speed and
decrease their travel time. The signal pre-emption concept has been discussed for some time
without widespread support from traffic engineers, who tend to favor the overall coordination of
traffic signals on major streets as a measure to improve the flow of all traffic. This strategy is
unlikely to receive approval in Escambia County, where transit accounts for a small portion of
all travel.
In order for HOV lanes to be successful, entry to and exit from the lanes must be carefully
designed to minimize conflicts with regular traffic. Provisions for enforcement must also be a
part of any HOY implementation. Most importantly, park-and-ride lots should be constructed at
key outlying locations to serve as a gathering or transfer point for express buses utilizing the
HOY lanes. These lots should be paved and contain amenities for waiting passengers (bus
shelters and benches, kiosks with schedule information, newspaper machines, and the like). The
lots should also be well lighted and visible from the highway and surrounding streets.
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Transit Amenities
A discussion of amenities for the transit system runs the risk of being vague, since "amenities"
can be interpreted to encompass a wide variety of improvements and the provision of amenities
has an indirect effect on ridership, i.e., encourages ridership by improving the image of the
system. One recent example of an amenity that has helped ECAT is the new transfer facility.
By providing a clean, modem facility with excellent visibility, protection from "the weather and
ample room for waiting passengers, ECAT has clearly made its system more user friendly. The
new buses placed in operation and on order can also be considered amenities. Less dramatic
examples include bus shelters and benches, and actions to increase information and awareness of
the transit system.
The schedule of new bus purchases will modernize ECAT's fleet completely by the year 2000.
For the purposes of the Congestion Management System, major amenities proposed include a
"satellite transit centers" in downtown Pensacol.a (in the vicinity of Government and Palafox
Streets) and at park-and-ride locations, and the introduction of electronic fare media.
A satellite transit center is not a major transfer facility like the Transfer Center on Fairfield Drive,
but is an on-street (or in-lot) concentration of bus shelters and kiosks with transit schedule and
route information, with the ECAT logo prominently displayed. These are intended to establish
a transit presence in key locations and to provide passengers with a convenient and safe area to
wait for the bus.
Electronic fare media such as proposed new "Smart Cards," credit cards or ATM debit cards with
a computer chip added, have the potential to make radical changes in fare collection methods,
with an added bonus of collecting passenger information automatically. The next few years will
see the gradual introduction of this new technology in the transit industry, starting with the larger
systems. By the year 2005, it is reasonable to expect many smaller systems to be using this
technology as well. By simplifying fare collection and making it less of a separate e xercise (i.e.,
fishing in one's pockets for change), new fare media could induce transit usage by discretionary
riders.

CHAPTER 9: TRANSIT STRATEGIES FOR CONGESTION MANAGEMENT

CHAPTER 9: TRANSIT STRATEGIES FOR CONGESTION MANAGEMENT

Service Delivery Mixes/Innovative Services
ECAT recently introduced the Blue Angel Express, providing limited-stop service between NAS
and the Pensacola Airport. This is an example of an innovative service concept intended to
attract discretionary riders by reducing travel time and making transit usage as convenient and
appealing as possible. As ECAT expands, there will be a greater need to consider similar
innovations, because travel time is a greater factor with longer distances.
Express bus service, in conjunction with park and ride lots at outlying locations, is one possible
action. Express service differs from limited-stop service in that a large portion of an express
route is operated non-stop, often on interstate highways or similar roads. Proposed service to
Milton and Pace would almost certainly be express service, as might service extensions in
southwestern Escambia County and north along Route 29.
One purpose of park and ride lots is to widen the catchment area for a bus route. Instead of
relying solely on passengers within walking d istance of a route, an agency constructs park and
ride lots to attract passengers within a three-to-five mile radius. An alternate way to expand the
catchment area is to provide feeder bus service. In areas like Pace and Milton, a small (vansized) shuttle could be used as a circulator to enhance the attractiveness and encourage use of the
express service. Such a circulator system could be operated by ECAT, by the local CTC provider
in Santa Rosa County, or by a private agency.
Given an upsurge of recent interest in trolleys, it is also likely that a downtown circulator trolley
will be in operation in the near future, as well as a trolley along Pensacola Beach, possibly linked
with Fort Pickens.
Summary of Proposed Transit Networks for the Years 2000, 2005 and 2020
Table 29 summarizes proposed improvements to ECAT's system for the year 2020 and for the
interim years 2000 and 2005. These changes to the existing system represent the routes and
frequencies needed as input to the long-range model. All improvements, including transit
amenities, are included in Table 29.
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Table 29
Proposed Cbanges for Escambia County Area Transit
Year

2000

Action

Routes Affected

Restructure Routes
Spl~ Loop Into Two Routes

1, 3, 12, 13
5, 9

Midday Service

2

Evening Service

5, 9, 11, 13, 14/15

Increased Frequency (2 buses per hour)

11

Michigan/Brent Crosstown Route
Downtown and Beach Trolleys
New Buses

2005

Service E xtensions:
• Airport BlVd. Crosstown Route
• Lillian Highway
• Gulf Beach Highway
• Pensacola Beach/Gulf Breeze
• UWF

9, 95

Increased Frequency:
• 2 buses per hour
• 12 trips per day

5, 14
18

Other:
HOV Toll Booth, Bob Sikes Bridge
Downtown Satellite Center
New Fare Media

•
•
•

Express Service:
• Milton/Pace via us 90
• Avalon Parll via 1-10/1-110
HOV Lanes: 1-10/l-110
Parll and Ride Lots
2020

Circulators: Milton, Pace, Gulf Breeze
Northwest Extension along Roule 29
Increased Frequency:
• 2 buses per hour

• 4 buses per hour

10A, 10B
9, Michigan/ Brent
Crosstown

16
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OTHER STRATEGIES
While transit strategies are the focal point of this chapter, there are related strategies worth
mentioning here. These fall into the general categories of transportation demand management
(TDM), land use, and access management.

Transportation Demand Management
TDM strategies are intended to shift the demand for travel in various ways to reduce levels of
congestion. Flextime allows workers to arrange their work hours to suit their travel preferences,
thus reducing the number of commuters on the road during the peak hour. Telecommuting
removes the need for a work trip altogether. Actions to encourage transit usage and carpool and
vanpool formation are also included under TDM.
A TDM strategy that has the greatest effect on congestion is parking policy. Increasing the cost
and decreasing the supply of parking in downtowns or major employment centers will induce
commuters to try transit or to form carpools. As is often the case, however, the most effective
action is the least politically acceptable. While parking costs are sure to rise between now and
2020, it is unlikely that there will be a deliberate policy adopted anywhere in the urbanized area
to restrict parking and/or increase its cost.
One promising TDM strategy for Escambia County is a vanpool program oriented toward NAS.
Brevard County has established a very successful vanpool program with the Kennedy Space
Center as a primary market. There are several similarities between the situations in the two
counties: the major employer is a government facility located in a comer of the county. The
vanpool possibility should be investigated more thoroughly when the new training center opens
at NAS.
Some forward-looking transit agencies around the country have moved in recent years beyond
managing a traditional bus system to become "mobility managers." These agencies operate
carpool and vanpool programs in an attempt to provide the greatest number of alternatives to the
single-occupant automobile, especially for the segment of the population that depends on transit
for its mobility. Transit has sometimes considered ridesharing programs to be part of its
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competition, but this emerging viewpoint stresses a willingness to provide travel alternatives to
appeal to the broadest possible number of people. A commuter assistance program currently
exists in Escambia County. One future option is to shift management of the vanpool program
to ECAT if the agency chooses to move in the direction of mobility management. A combination
of local and limited stop bus service and vanpools could effectively serve future employment
growth at NAS.
Transit-Friendly Lllnd Use
Chapter I0 addresses land use strategies that foster transit usage. Several points are worth
highlighting here. Mixed use activity centers reduce the need to rely on the automobile for work,
shopping and entertainment. Coordination of development with the transit agency can lead to
small design improvements that make a great difference in transit's ability to serve the
development. Sidewalks and pedestrian access are also key factors in encouraging the use of
transit. Transit considerations should be integrated into development review.
Access Management
Access management seeks to control the number of curb cuts and thus reduce the number of
locations where turning movements are likely to occur. Access management benefits general
traffic flow more so than it directly encourages transit ridership. The planning principles
involved, however, help transit in terms of focusing activity in certain areas of a typical city
block. This can affect the location of bus stops, which in turn can reduce the distance passengers
must walk after alighting.
SUMMARY
The transit-related strategies included in this chapter can be applied as part of the broader
congestion management system for the Pensacola Urbanized Area. Table 29 traces the suggested
evolution of the ECAT system over the next 25 years to meet changing levels of demand and
patterns of development. While it is certain that unanticipated events will influence the ultimate
design of the transit network, these strategies provide a blueprint for transit's long-term future
in Escambia County.
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Chapter 10
LAND USE AND
ACTIVITY CENTER STRATEGIES
INTRODUCTION
Although building new roads or adding more lanes are important to an efficient transportation
system, these strategies alone are not sufficient. Every community faces limits to road-based
solutions. In some neighborhoods, right-of-way wiU not be a_vailable without destroying many
homes and businesses. There are times when a new or wider road would seriously damage
community character or the envirorunent. And every goverrunent faces financial limits as to what
it is able to provide and maintain in tenns of roads or bridges.
A strategic approach to transportation recognizes that capital improvements are not enough. We
must also look for better ways to manage our existing system. Providing for transit, pedestrian,
and bicycle transportation is part of this overall strategy. But land use decisions have constrained
transit alternatives in some areas. It will be cost prohibitive to serve communities with fast and
convenient public transportation without also addressing land use and development patterns.
To promote more strategic approaches to managing congestion, the lntennodal Surface
Transportation Efficiency Act of 1991 directs Metropolitan Planning Organizations (MPOs) to
incorporate congestion management strategies into the long range transportation planning process.
Land use management and activity center strategies, measures to support transit, and
transportation demand management are among the list of congestion management strategies that
must be considered. ISTEA also requires greater attention to connectivity between transportation
modes, increased modal opportunities and choice, and greater coordination and cooperation
between planners, users, and providers to beuer manage travel demand.
It is essential to public and private transportation that communities mcrease future travel
alternatives, rather than diminish them. Fortunately, there are a variety of land use strategies
local governments can use to maximize future travel options and manage traffic congestion.
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These land use strategies are the subject of this chapter of the Pensacola Transit Improvement
Strategy.
How Land Use Influences Transit
Improving bus service requires more than adding new buses or more routes. Decisions regarding
the location of land uses also affect transit routes and ridership. If land uses that generate transit
ridership are located along existing transit routes, then route productivity improves. Locating
such land uses outside an existing service area, however, may result in the need to extend routes
resulting in longer headways and less convenient service-both disincentives to transit use.
Thus, transit and land use form an interdependent cycle that can either reinforce or thwart transit
service. Transit compatible land use decisions are one way to build transit ridership and
ultimately reduce headways, without the risk and uncertainty of major capital outlays for
additional routes or buses.
One example of this interaction can be found along Route 12 - Saufley/George Stone, which
ranked-fourth from the last in terms of productivity. The decision to locate the George Stone
Vocational School on Longleaf Drive, rather than within the service area of the more productive
transit routes to the south and east, resulted in the need to operate Route 12 further north. Yet
the increase in ridership from the Vocational School is not sufficient to offset the lower overall
productivity.

Density and Traffic Congestion
Many communities respond to traffic by reducing density or by keeping densities low. Yet the
traffic problem originates less from high density growth, than from growth in single occupant
vehicle travel, which is a byproduct of low density, single use development patterns.
Alternatively, higher densities accommodating a mix of uses are necessary to sustain alternative
modes of transportation.
Unfortunately, density has become a key public indicator of good and bad in local zoning
decisions. The real issue, however, is not density; it is the character of development. With

CHAPTER 10: LAND USE AND ACTIVITY CENTER STRATEGIES

CHAPTER

10: LAND USE AND ACTIVITY CENTER STRATEGIES

attention to urban design, landscaping, and layout, higher densities and infill can add to the
character of a community and neighborhood.
Maximum allowable densities should be reasonable given the context of the surrounding area, but
higher than the very low commercial densities typical of suburban-style zoning. This does not
mean that low density alternatives are not needed. Every community needs a balance of various
types of living environments, that includes low density and rural living. In fact, a program to
encourage higher densities in urbanized areas will help preserve the character of lower density
and rural areas by controlling the onset of commercial strips and suburban-style subdivisions.
Transit, Connectivity, and the Land Use Mix
Transit, walking, and bicycling operate more efficiently in communities with a finer mix of land
uses and an inter-connected street system. Transit also depends upon the pedestrian environment
at the beginning and end of the trip. Key destinations must be within walking distance of transit
stops and accessible via sidewalk. Pedestrian systems, including lighting, sidewalks, and street
trees, can be improved to make walking more pleasant, safe, and convenient.
In addition, every community needs a defined operational center that is very well linked with
other parts of the community. This same principle can be translated on a smaller scale to a
neighborhood level. Neighborhoods that include a greater mix of land uses within reasonable
proximity not only have greater choice of travel alternatives, they also afford residents greater
convenience in meeting daily needs. This translates into a higher quality of life.
Unfortunately, many communities allow for development of large residential subdivisions, and
then focus goods and services onto strips along arterials and highways. This forces residents to
make more trips, longer trips, and gradually increases traffic congestion. These development
decisions preclude transir and walking and generally make travel less convenient. For example,
people may have to drive even where they live within walking distance of their destination due
to the absence or inadequacy of pedestrian crossings and sidewalks. By magnifying demands on
the arterial system, this also increases the need for costly road widening and renovations -actions
that burden taxpayers and can harm homes, businesses, and community character.
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Tnosit and Community Cbancter
Transit reinforces many of the desirable aspects of commwtity life such as proximity, diversity,
and compact scale. Many of the places people love are places, like downtown Pensacola, where
they can also wal.k and meet and interact with their envirorunent outside of an automobile. For
this to occur an area must offer a mix of land uses and services. Mixed-use centers reduce the
need for strip commercial development along major roadways and provide better transit
destinations.
Streets are an essential determinant of what makes commwtities fwtctional, vibrant, and beautiful.
The benefits of streets to comrnwtity character relate to street layout, design, and street width.
Smaller street sections foster a sense of place. Yet street sections have gradually gotten wider,
resulting in loss of any sense of place. Heavily travelled arterials divide rather than integrate a
neighborhood, and also discourage pedestrian activity.
Unfortunately, community design considerations are frequently missing from the transportation
and development planning process. The need for proximity and integration of related land uses
has often been overlooked. Although zoning is valuable for separating incompatible land uses,
if these concepts are taken to an extreme the result will be homogenous and wtinteresting
neighborhoods. Design, layout, and landscaping are also essential components of the
development process. Urban design principles and zoning can be used to integrate land uses in
a complementary way, while avoiding conflicts between residential and non-residential land uses.
Land Use, Transit, and the Elderly
Retirees are a growing segment of Florida's population, and the Pensacola area is gaining as a
retirement destination. Most retirees, upon choosing a retirement location, desire to age in place.
Many also desire relatively low maintenance living-that is, smaller homes and low (or no)
maintenance yards. And above all, Americans want to remain independent as they age and to
meet their daily needs with minimum assistance. Therefore, proximity to shopping, passive as
well as active recreation, and services-including health care and emergency services-are crucial.
Some retirees also enjoy engaging in community activity, and benefit from easy access to urban
areas.
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Retirees, like most Floridians, depend largely on their automobile for transportation. But what
will happen if advancing age makes it difficult or unsafe to drive? Safe and convenient public
transportation is essential if older Americans are to remain independent as they age. A balanced
approach to land development is also needed; one that requires neighborhood and community
services within reasonable proximity of residential areas. Florida's low density residential areas
are seldom designed with public transportation or walking in mind and often it becomes costprohibitive to serve them with public transportation. This reinforces dependence on the
automobile, and fails to assure the mobility and accessibility that are essential to an active,
independent lifeStyle.

PLANNING CONSIDERATIONS
Define the transit planning area. Most people will walk anywhere from 5 to 15 minutes to get
to or from a transit stop. This corresponds to about a one-quarter mile radius containing I 25
acres. This radius defines the transit planning area and should receive special attention in the
local planning and development review process. Of course, typical walking distance will vary
across different regions in relation to terrain, climate, safety, and other issues.
Designate strategic transit corridors. Due to changes in ridership or service needs, bus routes
are subject to change. This can make it difficult to pin down the transit planning area. However,
better coordination of land use decisions with existing service areas can minimize this problem.
In addition, every transit system has certain stable routes that are the foundation of the regional
system. These should be identified and designated as the regional strategic transit corridors to
facilitate coordination on land use decisions. The plan should also identify areas for future
expansion of the transit system or fledgling routes that offer opportunities for future expansion.
For example, the Blue Angel Express Route (#18) that runs from the airport to the Pensacola
Naval Air Station, is currently ranked last in productivity. However, this should change in the
future with the construction of a Naval Training Center at Chevalier Field.
Identify transit-compatible land uses. These are land uses that tend to generate additional
transit ridership, and which therefore should be strongly encouraged to locate along transit
corridors. Examples include educational institutions, hospitals, regional malls, shopping centers,
government agencies, regional parks, higher density housing, and office districts (Table 30).
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Table 30
Land Usetrransit Compatibillly Matrix
'

Land Uae/Tranait
Compatibility Malrix

Urban
Center

Regional
Hub

TiiWn0r

'·~· < stngie,uH

Village · : .

·.o..lrlct .. ·
•

•

Center Office

0

.'sul>uiban
. '
' •••
Mu.IIJ.uae
~.

•

H

;Ana :

•

•
•

•

•

Suburban Office

...

Parjc• ; '.
Rille;·;

Local SeNices

0

0

0

0

0

0

Medical Offices

0

0

0

0

0

0

Hospitals

•

•

•

•

0

Hotels/Motels

0

0

0

0

0

Movie Theaters

0

0

0

0

0

0

Restaurants

0

0

0

0

0

0

LOQI Shoppin~ Center

0

0

Reg. Shopping Center

•

•

•

•
•

•

Convenience Retaa

0

0

0

0

0

0

Gym/Health Club

0

0

0

0

0

0

0

0

•

•

.

0

Residential
0 - 7 Ous/aete
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0
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•

•
•
•

•
•
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Regional Recreational

•
•
•
•

•
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Auto Repair/Service
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Day care Centers

Government Ageneies
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•

0

•

0

•
•
•
•

0

0

0

0

0

0

•
•
•

•
•

•

•

0

0

0

•
•
•
•

0

0

0

0

0

0

CollegesJUnivers~s

•
•
•

•
•
•
•
•
•

0

0
0

0

•

Compatible as a Primary Use

Compatible as a SUpporting Use

Source: NJTransiC, "Planning for

Translt..f'r~dly

Land Use: A Handbook for New Jersey Communnts,"' 1994

CHAPTER 10: LAND USE AND ACTIVITY CENTER STRATEGIES

CHAPTER 10: LAND USE AND ACTIVITY CENTER STRATEGIES

Establish a transit service area boundary.

Urban service areas are used to defme the

geographic limits for extending urban services, utilities and infrastructure. In this way,
metropolitan areas can avoid premature extension of services into outlying areas and the
corresponding burden on area taxpayers from subsidizing such development. In tum,govemments
may focus services into areas where development is desired. The location of infrastructure and
public services is a powerful determinant of growth patterns and thus is among the most effective
economic development and growth management tools available to local governments. This
technique could be used to circumscribe and reinforce the transit service area. The urban service
area boundary could be expanded in the future to accommodate additional demand.
Tailor the planning and regulatory program to encourage transit compatible development
along strategic transit corridors. This can be achieved in land use planning and zoning by
designating nodes or activity centers along key transit corridors for mixed use at relatively higher
densities and intensities of development and transit-friendly design. In addition, capital
improvements plans and programs should select transit accessible locations for all future public
buildings, including neighborhood schools and other educational institutions. Coordination efforts
should include private developers, as well as school districts, government agencies, and nonprofit
organizations that benefit from transit service. Other techniques include checklists or performance
criteria that provide incentives, such as transportation impact fee credits or reduced parking
requirements, for projects that locate along transit routes (see Table 31: Checklist - How Transit
Friendly is Your Development Program?).
Adopt goals, objectives, and policies that support transit. Florida's planning legislation
requires local governments in metropolitan areas to prepare a transit element and to include transit
supportive policies in the local comprehensive plan. The City of Pensacola and Escambia County
have each addressed the minimum requirements of 9J-5 related to transit. Plan goals, objectives
and policies should also support better integration of transit into the land development process
to provide a foundation for future coordination when opportunities arise (see Appendix G: Sample
Goals, Objectives and Policies that Support Transit).
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Table 31
Checklist: How Transit Friendly is
Your Development Program?
1. Does your local comprehensive plan include goals and policies that support transit use or
transit-friendly development patterns?
2. Are incentives offered to developers, such as density bonuses or parking reduction, to
encourage transit-friendly development?
3. Does your local land development code include any of the following mechanisms that could be
used to support transit?
•
•
•
•
•

Spe<:ial Districts
Overlay Zones
Planned Unit Developments
Traditional Neighborhood Developments
Transit Oriented Developments

4. Are the areas surrounding transit stops and stations accessible and attractive to pedestrians?
5. Are large single use zones discouraged?
6. Are retail and service uses encouraged on the lower levels of buildings in activity centers?
7. Are a mix of land uses, including residential, commercial, and retail, encouraged within walking
distance of transit facilities?
8. Are relatively higher densities required in activity centers or near transit facilities?
9. Are densities near transit facilities sufficient to support transit use?
10. Does your community encourage continuous sidewalks that radiate from the downtown to
outlying districts?
11. Are developers encouraged to cluster buildings near transit facilities or near each other?
12. Are direct pedestrian paths provided between buildings and transit stops?
13. Are buildings in activity centers encouraged to locate near the street line?
14. Are larger developments or redevelopments encouraged to conform to existing block patterns?
15. Are short blocks and sidewalks encouraged?
16. Are subdivisions encouraged to interconnect based on an overall street networ1<, with dead end
roads and cui-de-sacs kept to a minimum?
17. Are parking requirements reduced or shared parking provided for uses served by transit?
18. Are surface parking lots encouraged at the side or rear rather than front lot lines?
19. Are development sites adjacent to a planned or existing transit facility designated for transit
compatible uses, densities and designs?
20. Are transit access and transit-friendly design addressed during site plan review?
Source:

NJTransit, "Planning lor Transit-Friendly
Communities," 1994.
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LAND USE STRATEGIES
Designate and reinforce mi.xed-use activity eenters. Every community needs defined
operational centers that are very well linked with other partS of the community. Mixed-use
centers are also transit destinations. However, simply mixing uses is not enough. A successful
mixed-use development is one that enables most of its internal circulation to take
place on foot. This requires smaller blocks with pedestrian ways or sidewalks. Uses must also
be complementary and functionally related. An area with offices, for example, would benefit

from restaurants, day care, dry cleaners or other services within walking distance. Avoid
segregation of mixed-use developments into separate residential, retail, and office districts. More
separate trips are necessary in this scenario.
Establish limils to commercial strips. Unlike urban downtowns or activity centers, commercial
strips are rarely designed for pedestrians or transit. Commercial corridors, residential areas, and
office parks are frequently sealed off from each other with walls, ditches, loading docks and a
host of other barriers-including the heavily traveled arterials that serve them. Minimize strip
commercial zoning along arterials and instead encourage "centering" of commercial and office
uses. This will help preserve the safety and efficiency of travel on the arterial system for transit
and automobiles.
Discourage large single-use land areas. Many Florida communities are characterized by large
expanses of residential development served primarily by commercial corridors. This trend
increases traffic congestion, exaggerates segregation of residential and nonresidential activity, and
makes it less convenient to access needed neighborhood facilities and services. This development
pattern also limits choice of travel alternatives, making it essential for residents to travel by
automobile-even for short distances. From a social perspective, this increases the isolation of
senior citizens, children, and persons with disabilities that are unable or unwilling to drive.
Other faetors to consider. People will be more likely to use transit service where the following
factors are present:
I) Transit stations or stops that:
• are within reasonable proximity to major points of origin or destination;
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•
•

have continuous pedestrian access via sidewalks or pathways;
have bicycle access or storage facilities;

• provide clean, visible, well lit, and comfortable places to wait;
•

use open space and other techniques to define major transfer points as focal points for the
commwtity, neighborhood, or district. For example, a well-designed transfer point could
be strategically located in downtown Pensacola.

2) A mix of land uses, such as office, retail, residential, governmental offices, schools, health
care, or recreational locations.
3) Availability of essential services within close proximity of transit stations and park and ride
lots to facilitate "trip linking". These might include dry cleaning, day care, drug stores, and
so on.
4) Active, well lit areas where people are encouraged to walk and visit and that afford a sense
of safety and security.

REGULATORY AND DESIGN STRATEGIES
Allow a finer mix of land uses. Allow residential blocks to abut commercial streets, with
appropriate buffering. Mix offices with stores, shops and hotels. And require buildings within
downtown areas or activity centers to provide retail and service uses on the ground floor, while
allowing for office or residential uses on upper floors (see Figure 54). This organization promotes
transit and walking and allows the traveller to accomplish a greater variety of tasks in fewer trips.
Encourage greater connectivity of streets and sidewalks. Street systems have become less
connected and more random than the grid or modified grid networks that were typical of past
development styles. Blocks have become longer, making walking much less convenient. Many
mixed use projects have focused on internal organization while neglecting the need for
connectivity with the surrounding street system. Streets wind more and have fewer connections
or intersections. And pedestrian and bicycle paths are too often designed solely for exercise or
recreation, doing little to enhance accessibility. SmaUer blocks and a balanced, connected
network of streets and sidewalks will make an area more pedestrian, bicycle, and transit friendly.
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Figure 54
Vertical Mixing

RESIDENTIAL
RESIDENTIAL
OFFICE

r
(

!..Q Tt

MEDICAL OFFICE
GOVERNMENT OFFICE
GROUND FLOOR RETAIL

:r

RESIDENTIAL

~""

~~~ ~~

RESIDENTIAL
RESIDENTIAL
RETAIL

~0
i ~ ""

Encourage Mixed Use

Vertical mixing of land use promotea pedestrian activity.
Source:

New Jersey Transit Plsnning for Transit·Frien<Jiy LftndUse: A Handbook lor NewJersey
Communities. June 1994.

Establish standards an d dt$ign guid elines for ped estrian and b icycle access.

Increasing

access to nearby destinations by foot or bicycle does more than support transit service. It also
helps to reduce noise, environmental pollution, and contributes to the health and well being of
the population.

Local goverrunents should adopt standards and guidelines to assure that

pedestrian and bicycle systems are functional for transportation to and from nearby destinations.
Standards for bicycle parking, bicycle paths, sidewalks or unpaved pedestrian paths, and direct
bicycle and pedestrian access to buildings should be incorporated into the land development code.
Encourage infill and relat ively h igher densities on t ransit corridors. Encourage infill that is
compatible with transit service on vacant parcels in areas adjacent to bus routes and stops (see
Table 32).

Transit corridors should also be zoned for higher densities, along with design

guidelines and incentives to promote transit-friendly development. Office districts; for example,
could be required to provide parking structures, rather than parking lots, to encourage
densification. Zoning codes could be revised to allow this to occur on existing office sites over
time through redevelopment of parking lots (see Figure 55).

PART 11: LONG-TERM S TRATEGIES

PENSACOLA URBANIZED AREA TRANSIT IMPROVEMENT STRATEGY

Table 32
Land Use and Density Guidelines for Transit
Residential Usa

Comniarclal Use

Transportation.- com.,.tlblllty

15 to 24+ Units/Acre

150+ Employees/Acre

Supports rail or other high capacity service.

7+ Units/Acre

40+ Employees/Acre

Supports local bus service.

1-6 Units/Acre

2+ Employees/Acre

Supports cars, car pools and vanpools.

Source:

NJTransit, "Planning for Transit-Friendly Land Use: A Handbook for New Jersey
Communities," 1994.

Figure 55
Redevelop Parking Areas to Increase Density

Before

After

Source: R. Cervero, Llt'lking Land Use and Trsnspoltation. Lincoln Institute of land Policy, (seminar
handout), Atlanta, Geotgia, 1993.
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Mix housing types in transit service areas. Offset single family housing in transit service areas
with opportunities for housing of different densities, types, and designs. L9cate apartments on
or near streets with a higher functional classification (arterials, collectors, or subcollectors) and
in proximity of transit stops. One way to avoid conflicts between single- family and multiplefamily housing is to discourage large, homogenous apartment complexes. Instead require
apartments to be varied in size, density, and design with attention to the quality of the building
facade.

Apartments could be dispersed across various infill sites with strict attention to

compatibility with the surrounding area.
Encourag~

clustered development near the street line for better transit access. Suburban
office parks, educational institutions, shopping centers, and government buildings are often
surrounded by parking areas with transit stops in distant locations. A better alternative is to
cluster some of the buildings around a transit accessible turnaround (see Figure 56), similar to
that accomplished at the Pensacola Junior College. Buildings should be encouraged to locate at
the street line, with parking in the rear and allowances for reduction in parking spaces (see
Figure 57). Although most readily accomplished in projects under the same development plan,
this can also be achieved in independent developments by a combination of design standards,
cluster zoning, and transit access requirements.
Regulate transit access in commercial or office districts and adopt bus stop spacing
standards. Well designed transit access not only facilitates transit service, it also removes transit
vehicles from through traffic for passenger pick-up and drop off. Standards governing design and
provision of transit turnout bays, turning radii for cui-de-sacs, and spacing of bus stops should
be adopted into the local regulatory program (see Figure 58). Typical spacing standards are
Ill Oth of a mile per bus stop. Shelters are provided at key high activity stops.
Link transit stops to subdivisions with pedestrian pathways and encourage direct routes or
loop roads rather than cui-de sacs for subdivision access. Minor changes in subdivision layout
can greatly enhance the convenience of transit use. Fragmented local access streets and cui-desacs result in twisting routes and longer travel times, thereby discouraging ridersh.ip. Direct
routes and loop roads through subdivisions help reduce headways and attract riders (see
Figure 59). The same is true of pedestrian access to bus stops from residential subdivisions.
Pedestrian pathways should be coordinated with bus stops in design of residential subdivisions
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(see Figure 60). Minor changes in subdivision layout can also shorten actual and perceived
walking distances, thereby promoting transit use (see Figure 61).
Figure 56
Encourage Clustering of Buildings
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Figure 57
Require Parking at the Side or Rear of Buildings
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Figure 58
Standards for Design of Bus Turnouts
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Figure 59
Transit Access in Residential Subdivisions
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Figure 60
Coordinate Pedestrian Access wilh Bus Stops
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Figure 61
Subdivision Design for Pedestrians
Good
Bad

Minor changes in subdivision layout shorten
actual and perceived walking distances.
source:
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Adopt a traditional neighborhood development (TND) or transit-oriented development
(TOD) floating zone. Tr;~ditional neighborhood developments (lNO) . are a design concept
created by Andres Ouany and Elizabeth Plater-Zyberk that can be used for a neighborhood or
planned community. This approach encompasses all of the characteristics of transit and
pedestrian-friendly land use design and is highly compatible with transit service. In addition,
some of these design techniques can be used to promote downtown and neighborhood
revitalization. Transit-oriented development (TOO) is a design concept similar to TNOs, which
was developed by Peter Calthorpe. This approach coordinates pedestrian access with transit
service while achieving a mix of land uses and residential densities and is especially useful for
development around transit stations and major transfer areas. The TOO concept incorporates the
one-quarter mile radius of the transit service area and focuses design efforts within this radius.
It also provides for a gradation of densities with higher densities in and around the transit stop
and lower densities further out (see Figure 62).

Figure 62
Transit-Oriented Development (TOD)
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County of Sacramento. Planning and Community Development Department.
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Consider establishing a transit overlay zone. Transit-friendly design can also be accomplished
through an overlay zone. Overlay zones add additional requirements onto an existing zoning
district or districts. This approach is useful in avoiding problems associated with a major
rezoning, while achieving stated public objectives by modifying or replacing land use and design
provisions in the existing zoning district. A transit overlay zone could be modelled after some
of the design concepts of transit oriented developments. For example, the overlay could be about
one-quarter mile in diameter, centered around a key transit station, and overlay provisions could
incorporate the land use, regulatory, and design strategies in this report.
Integrate transit ~onsiderations into development review. The most fundamental step every
community should take in supporting public transportation is to address transit related issues in
the development review process. Site plan review should address the adequacy of transit access
(entrance radii, turnout bays, lane width, etc.), location of bus stops, and pedestrian connections.
This could be aceomplished by adding a reference to transit in the development review
requirements, adopting site design standards related to transit and pedestrian access, and applying
criteria from a review checklist, similar to the sample checklist in this chapter. Another technique
is to establish thresholds for addressing transit-friendly design.

In San Diego County, for

example, any project that meets or exceeds a threshold of 50 employees or I00 trips per day is
reviewed for compliance with the county's "mode enhancement" regulations. These regulations
promote transit-, bicycle-, and pedestrian-friendly design. Transit-friendly design could also be
part of a negotiated development agreement.

CONCURRENCY
Measure transportation level of service in terms of person trips, and not just vehicle trips.
Data on highways and transit measure different things at different scales, preventing comparison
across various modes. A broader approach to measuring level of service is needed so planners
can evaluate and monitor the total transportation system. The City of Miami, for example,
evaluates volume to capacity based on the capacity to move people along the corridor. This
measure incorporates available seating capacity on the County's bus system. For a detailed
description see "The Role of Level of Service Standards in Florida's Growth Management Goals"
(Center for Urban Transportation Research, 1993).
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Designate major activity centers as transportation concurrency exception areas or
transportation concurrency management areas. Activity centers where transit service is
provided should be established as transportation concurrency exception areas or transportation
concurrency management areas and designated for infill development and redevelopment within
the comprehensive plan. This would provide an incentive for projects of varying density and use
that are designed to support pedestrians and transit Urban design guidelines should be adopted
to assure compatibility with the surrounding neighborhood and to promote development styles that
enhance rather than detract from neighborhood character.
INTERGOVERNMENTAL COORDINATION
Develop formal coordination agreements. Many of the land use strategies described here
require some degree of intergovernmental or interagency coordination. School districts, Board
of Regents, and state, local, or federal agencies, for example, determine the location of schools,
universities and other public buildings. One step toward better coordination on land use
locational decisions would be to formalize agreements for future coordination on these matters.
Such agreements would establish each entity's interest and role in facilitating better coordination
on transit and land use decisions, and a pledge from each entity of actions to be pursued to
further these stated purposes.
Develop a coordination procedure with Escambia County Area Transit for transit
considerations that arise in the development review process. Local governments should
coordinate with ECAT on review of development projects in the transit service area. This will
assure that access and location of shelters or stops is adequate and will help promote better
coordination of transit and land use in the development process. The appropriate process should
be developed through dialogue with ECAT regarding their administrative capacity and desired
role. One approach, for example, would be to provide ECAT an opportunity to review and
comment upon all site plans, preliminary plats, and proposed rezonings along existing bus routes.
In this way, ECAT could identify potential opportunities to improve or add bus stops or related
improvements. Other transit agencies in Florida that have been involved in development review,
such as HARTline (Hillsborough Area Regional Transit), report positive results. Developers are
frequently willing at his stage to incorporate transit-related amenities such as shelters, sidewalks,
bus pads and other improvements into the site design and provide them as a condition of
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development approval. In addition, larger development proposals outside the existing transit
service area could be submined to ECAT for comment. This !llight be accomplished based upon
an agreed-upon threshold or other criteria tailored to detect projects that could result in demand
for transit service. Although this should already occur with Development of Regional Impact
proposals, the DRI thresholds may not encompass all projects that require transit service.

LOCAL PLANNING AND REGULATORY PROGRAMS
Escambia County

Status of Planni11g a11d Regulatory Program. Comprehensive planning and growth management
are fairly new to Escambia County, whose program has been evolving under Florida's 1985
growth management requirements. The Escambia County Comprehensive Plan was adopted in
I 993 and was found in compliance by the Department of Community Affairs in 1994. The
County is currently updating its land development code in accordance with the new plan and is
expected to complete the code update by early 1995. The area south ofTen Mile Road has been
subject to zoning since 1988. However, no zoning has yet been adopted for the more sparsely
developed region north of Ten Mile Road, which is also outside of the current ECAT service
area.

Opportunities for Transit-Friendly DevelopmenL The following components of the County's
planning and regulatory program present opportunities for transit-friendly development:
• The future land use classification system includes five mixed-use categories, which could be
used to accomplish balanced land development patterns. The County is combining this with
performance standards and buffer provisions as a method of incorporating greater flexibility
into the development process, while protecting neighborhoods from adverse development
impacts.
• A program of phased densities with higher residential densities in and within one-quarter mile
of activity center areas, and very low densities (I d.u./15-20 acres) in more rural and outlying
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areas, and clustering/open space requirements. This is combined with caps on building permits
and lot splits.
• A planned unit development (PUD) provision in the land development code which allows
development of planned communities with various land use mixes and more flexibility to
achieve creative site design.
• A bikeway plan to facilitate a countywide system of bikeways and sidewalks. The draft plan
calls for bicycle lanes on all new road construction and resurfacing projects and five foot wide
sidewalks on both sides of all urban roads in new developments or redevelopment within two
miles of major pedestrian generators, such as schools, parks, regional shopping centers, major
employment centers and mass transit centers.
•

Requirements for connectivity of sidewalks and bikeways appear in the draft land development
code.

• Draft land development regulations include high density residential districts ranging from a
maximum of 14 units per acre to 25 units per acre. However. as each of these districts is
currently structured, each allows a minimum density of I unit per acre. Therefore, these areas
could be developed at substantially lower densities, rather than at a diversity of densities as
the categories allow. This issue should be monitored to assure that higher densities arc
achieved in transit service areas.
• Staff has begun to encourage surface parking at the side and rear, rather than front lot lines,
during development review.
• The County is encouraging new subdivisions to provide stub-streets for connectivity with
adjacent projects in the future, and is exploring regulatory standards to that effect.
• The County is currently exploring providing water taxis and a downtown trolley together with
the City of Pensacola which would provide transportation alternatives for tourists and area
residents and provide opportunities for interrnodal connections.
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Barriers to Transit-Friendly Development.

• The County has no locational criteria or access standards related to transit for use in
development and site plan review. Staff are considering adding such requirements into the
new Code, but this is still preliminary.
• The County does not actively discourage large single use areas. For example, large tracts
encompassing several hundred acres have been designated for single family residential use.
• The County currently has no design guidelines or program for encouraging transit-friendly
design in activity center areas.
• The County has no organized program of incentives, such as impact fee credits, density
bonuses, transportation concurrency exception areas, or reduction in parking requirements, to
stimulate transit-friendly design.
• The County currently has no goals, objectives and policies specifically addressing land use
strategies that support transit and alternative modes of transportation.
• Overall, the County program allows, but does not actively promote, transit-friendly
development.
City of Pensacola
Status of Planning and Regulatory Program. The City of Pensacola Comprehensive Plan was

adopted in I 990 and the City has updated its land development code in accordance with statutory
requirements. The City is largely built-out and current attention is focused on downtown
development and other redevelopment areas.
Opportunities for Transit-Friendly Development:

• An existing historic urban core that exhibits all of the characteristics of transit-friendly
development and which remains a transit desti.nation. This is being reinforced through
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designation of downtown as a Community Redevelopment Area and Concurrency Exception
Area.
• The decision to cluster government buildings near each other and within the urban core has
helped to promote the area as an urban center and increased accessibility to government
buildings for citizens and staff via transit.
• Mixed use and special districts aimed at preserving the character and quality of the City's
historic areas, waterfront, and business districts while allowing for a mix of land uses.
• Housing policies address consideration of accessory dwelling units in certain residential zones,
thereby allowing for higher population densities and affordable housing alternatives.
• Recreational policy for coordinating with ECATS on provision of transit service to major
recreational facilities (Policy 1.2.2, see below).
· Policy LZ.2: The City will coordinate with Escambia County Transit System to reasonably
assure, when feasible, provision of seNice to major recreational facilities (City of
Pensacola, Comprehensive Plan, Volume II - Goals, Objectives, and Policies, Traffic
Congestion, October 1994).
• Objectives and policies aimed at accommodating transit, bicycle, and pedestrian considerations
in transportation improvement programs and in the site plan review process (Objective 1.4 and
related policies, see below).
Objective 1.4: The City of Pensacola shall accommodate motorized and non-motorized forms
of transportation in the design of transportation improvement projects.
Policy 1.4.1: The City shall consider in its design of all future roadway improvements for
major arterial streets, the accommodation of bicycle and pedestrian transportation needs
where appropriate.
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Policy 1.4.2.: The City shall endorse a comprehensive bicycle education program m
coordination with schools, police, and local government.
Policy 1.4.3.: The City will include requirements for provision of sidewalks by developers
around future commercial developments to aid in pedestrian transportation needs.
Policv 1.4.4.: The City shall continue to provide the joint funding for the mass transit
provider to support mass transit through yearly financial contributions as called for in the
existing interlocal agreement as it may be amended from time to time.
Policy 1.4.5.: The City shall continue to coordinate with the WFRPC and the MPO
regarding the promotion of alternative modes of transportation (i.e., ridesharing, mass
transit).
Policy \.4.6.: The City shall ensure that adequate provisions are made for on-site parking,
storage, circulation and motorized and non-motorized traffic in the site plan review process
pursuant to requirements in the City's Land Development Code (City of Pensacola,
Comprehensive Plan, Volume II - Goals. Objectives, and Policies, Traffic Congestion,
October 1994).
• Sidewalks are required for all commercial buildings on commercial corridors, and the City is
applying for ISTEA Enhancement funds to connect sidewalks in newly annexed areas and to
improve them in selected neighborhoods.
• The City of Pensacola is currently exploring providing water taxis and a downtown trolley
together with the County which would provide transportation alternatives for tourists and area
residents and opportunities for interrnodal connections.
Barriers to Transit-Friendly Development:
• The City has no specific locational criteria, access standards or site plan review requirements
related to transit in its Land Development Code.
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• The City currently has no design guidelines or program for encouraging transit-friendly design
in redevelopment areas.
• The City has no organized program of incentives, such as impact fee credits, density bonuses,
or reduction in parking requirements, to stimulate transit-friendly design.
• The City has no goals, objectives and policies specifically addressing land use strategies that
support transit and alternative modes of transportation.
• Overall, the City program allows, but does not promote transit-friendly development.
REGIONAL DEVELOPMENT INITIATIVES
Below is a brief review of major projects that are planned, proposed, or underway in the
Pensacola Urbanized Area that have implications for the regional transit system.
Naval Air Technical Training Center: Plans are underway for a new naval training center at
the Pensacola Naval Air Station by FY 96-97. The training center will be located at Chevalier
Field and is expected to serve approximately 4,150 students at any given time with a total of
17,000 students annually. The average time in training is about twelve weeks, with courses
varying from six to 27 weeks. Of the 4,150 students, the majority are enlisted personnel. A
demographic profile of these students indicates that only about 25 percent bring cars. This area
is currently served by the regional bus system and the training center is expected to reinforce this
service area with additional ridership.
Expansion of Marcus Point Industrial Park. First Data Corporation has announced plans to
locate a major facility in Marcus Point Industrial Park, which is expected to bring approximately
1,000 new jobs to the region. Many of these employees will be back office support personnel.
Two other businesses will also be locating in the park. The area is not directly served by transit,
but it would be beneficial to explore such service in the future.
Milestone. Milestone is a $50 million mixed use project proposed for northwest Escambia
County, in the Pine Forest area. It is expected to accommodate 800 or more residents and
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housing of various densities ranging in price from $60,000 to $400,000. Designed as a
neotraditional community, the project will also include a 200,000-square foot shopping center,
walking/bicycle paths, offices and commercial uses, and recreational areas. Buildout is planned
for 1999. Although the community is not served by transit, it is a model of transit-friendly,
pedestrian-oriented development. Therefore., it may be appropriate to link it with other area
activity centers in the future. The Pine Forest area is also viewed as the next growth area of the
County, and if Milestone is realized it will stimulate additional growth. This provides an
opportunity to encourage growth in this region in accordance with guidelines for transit-friendly
development and thereby increase the potential for convenient public transportation and the
character of the built environment for area residents.
CONCLUSION

The land use and activity center strategies described above are all ways that local governments
can support regional transit service, reduce traffic congestion, and even enhance community
character. Clearly, every community could benefit from greater coordination on these issues.
One way to begin the process is through dialogue among elected officials, school boards, transit
providers, and others involved in the development process to raise awareness and explore
opportunities for collaboration.
In addition, the public should be informed of these initiatives in advance of any land use or
regulatory changes through community education or outreach programs. This should include
civic groups, area businesses, and community leaders, as well as interested citizens. Explain
measures that prevent adverse impacts on existing neighborhoods and incentives that help
businesses. Demonstrate how the proposed changes will improve development outcomes and
advance economic development goals. Adequate public involvement will help offset the
controversy that frequently surrounds land use or regulatory changes and build community
support for greater coordination on these issues.
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ESCAMBIA COUNTY AREA TRANSIT SYSTEM (ECAT) RIDER SURVEY
DEAR BUS RIDER: !'lease lake a minule lo help us plan for your 1ransi1 needs
by completing lht following survey. Plac-e the survey in the collection box as
you exit the bus. or hand it to the: pc:rson who gave it to you. Please fill out this
survey ~vtn if you filled one out earlier.
I. Is obis ohe fi no •urvey you have filled oul loday?

Yes

1

z

9a. Is this in the city limits?

_

1

Yes

10. Which fare category are you in?
Yoolh
' _ Regular Aduh
o

No

'
Senior
Disabled

No
II. How did you pay for your fare on lhis bus?

2 . Where did you Slllt lhis trip?

'_
,

Home
Wor1<
Sc:hool

•_
•_
•_

2L lslhis in ohc city limils?

Ooccori'Dentist
Shopping/Emnds
VisilingfRecrcadon
1

_

Yes

'

1

Other

' _
,_

Cash
Monthly Pass
Weekly Pass

• _ 2c>-trip Commuocr Ticket
' _ Transfer
,
. Other

12. How often do you ride lhe bus?
1 _
4 or more days per week
' _ 2 or 3 days per week

No

About I day per week
Once every_weeb

1_

•_

3. What is ohe location of ohc place you are coming from?

_ _ _ __ ___
(.....,..,..,..,._,

13. What is the most importanl reason you ride ohe bus? (.J only one)
I don't drive
>_ Park.ing is difficulllc:ostly

---~~~~~&

1

4. Where did you get on this bus?

&.__ _ _ __ __
(WUU thai 'Mrntct ntllt:St tht

4a. Is lhis in the city limits?

1 _

Yes

'

bus SIIOp)

No

&---..,--- - -

(streets th11t intersect nearest the bus ~Op)

7. What will you do when you gel off this bus? (-I only one)
Walk 0·3 blocks
, _ Transfer to anolher bus
1_
\Yolk more ohan 3 blocks
lo Route # -~
> _ Be picked up
•
Drive
•
Ooher

8. Where are you going 10 now?
Home
• _ Ooctor/Denlist
r
' _ Work
s_
Shopping/Errands
,
School
• _ Visiting/Recreation

Other

9. What is the locaoion of the place you arc goinglo?
.&:___________
( Mamt SUUI iftterstctioa)

4

-

Car is not available '
Bus is more convenient
Bus is more economicll
r_ Olhc:r--~---Traffic is too bad
(sp«ify)

14. How would you make lhis trip if not by bus?

5. How did you get to lhc bus slop? (-I only one)
Walked 0·3 blocks
o_
Transferred from aoother bus
z _ Walked more than 3 blocks from Route H _
, _ Was dropped off
'
Drive
•
Ooher
6. Where will you gel otTo his bus?

,_

'_
>_

Drive
Ride witb someone s _
Bicycle

,_
Taxi
t _

Walk
Wouldn't make trip

15. How long have you been using ECAT s<rvice?
1_
Less than 6 months ' _ I 10 2 years
1 _
6 months to 1 year
o_
2 years or longer

16. Your age is ...
1 _
17 years or under
' _ 18 10 24 years
' _ 25 10 34 years
, _ 35 to 44 years

•_

45 10 54 years
55 1o 60 years
60 10 65 years
65 years or more

1?. You are:

'-

female

,_

Hispanic

Male

18. Your ethnic origin is... ('/ only one)
White
'
Black

,_
•_
•_

_
(PLEASE COMPLETE OTHER SIDE)

•

Other

19. Your total annual household income is ..
, _less than $10,000
•_
, _ SlO,OOO to $14,999
,_
, _ SlS,OOO to $19,999
, _

$20,000 to $24,999
$25,000 to $29,999
$30,000 and over

20. How many cars are owned by your holi$C:bold?

None

2

One

Two

"

Three or more

Complete as much as possible, but please tum in questionnaire even if you have not finished.
21. Please answer the following questions by placing a cheok(.J) in the appropriate column. In general, how do
you rate each of the following aspeGIS of ECAT service:

Very
Good

Very

Good

Fair

Poor

Poor

a. Days of service
b. Hours of service

c. Fn.oquency of service (how
often buses run)
d. Convenience of routes (where
buses go)

e. Dependability of buses
(on time)
f. TraveJ time on bus
0

~·

Cost of riding the bus

h. Availability of bus route information
i. Vehicle-cleanliness and c.omfort

j. Operacor courtesy

k. Safety on bus and at bus stops __
I. How would YOU rate overall bus
service
22.

If you could make only ONE improvement to the bus system, what would it be?

Comments

&

Suggest

THANK YOU FOR YOUR COOPERATION.
PLEASE PLACE IN RETURN BOX ON BUS OR RETURN TO DRIVER.
If you have any additional comments or questions call 436-9383.

o

n

s
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DEM OG RA PID CS
Age
Female

17 ynrs or under

76'1(,

18 to 24 years

MAl•
25%

35 to 44 years

45 to 54 yean

~nder

His~ic
2

'~her

African-American ..9%

Route 1
Ethnic Origin
An nual Hou sehold Inco me

One
31%
$20,000 to $24,999

20%

30%

40%

None

Three or more

4~

2%

Au to Owner s hip

APPENDIX B: INDIVIDUAL ROUTE PROFIL ES

TRAVEL BEHAVIOR
Trip Destination

Trip Origin

Shop/Err:mds
25%

Work

tO% School
10%
2% Shop/Errands
8% Other

School

Other
10%

16%

Home
71%

Modes of Access/
Egress

Walked 0-3 blocks
59%

Walked over 3 blocks
16%

Dropped off/picked up
5%

Transferred from/to another bus
By automobile
15%
6%

USER SATISFACTION
Week<by Hours
of Service

Frequency
of Service

Convenience
of Routes

Overall ECAT
Service

Vc<)'Good
Good
Fair
Poor
Vtry ~oor

Vety

Cood
Good
Fair

Poor
Very Poor :
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DEMOGRAPIDCS
Female

Age

S"-

17 years or under

18 to 24 years

Gend er

30%

African·American 65%

Route 2

Wrute3 3%

Ethni c Origi n
Annu al Hou sehold Incom e
Less than 510,000
S!O,OOO to $14,999
SIS,OOO to $19,999
$20,000 to $24,999

$25,000 to $29,999
$30,000 and o ver

26%

1!!- ---l--

0%

-l--

--l
None 65'11.

Auto Owne n hip
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1RAVEL BEHAVIOR
Trip Destination

Trip Origin
Work26%

Schooll%
Shop/Errands 8%

Shop/Ernnds
28%

School
8%

Other
7%

Other 5%

Home

HomeS?%

39%

Walked over 3 blocks
18%

Modes of Access/
E g r ess

Walked 0.3 blocks
51'!1.

Dropped off/ picked up
3%

Transferred from/ to another bus:
22%

Other
6%

USER SATISFACTION
Weekday Hours
of Service

Frequency
of Service

Convenience
of Routes

Overall ECAT
Service

Very Good
Good

Pair
Poo.
Very Poor

Very Good
Good

F&ir
Poor

v~ry Poor 1:.;;:..,_+--·+---- 1-- - i
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DEMOGRAPIDCS
Age
17 years or under

Male
16%

18 to2~yean

Female
84'!1.

Gender

65 years o r more

Route 3

African-American 71%

White 26%

Ethnic Origin
Annual H ousehold lncorne
Less than SIO,OOO
SIO,OOO to 514,999
One

$15,000 to 519,999

24%
$20,000 to 524,999
$25,000 to $29,999

$30,000 and over
20'11.

80'11.

Three or more
12'!1.

None
49'!1.

Auto Ownership
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TRAVEL BEHAVIOR
Trip Destination

Trip Origin
School
15%
Shop/Errands
10%

Work
20%

Work
41%

School
5%
Shop/Errands
18%

Home
36%

Home
55%

Walked 0-3 blocks 57%

Modes of Access/
Egress

Walked over 3 blocks II%
Dropped off/picked up 6%
Transferred from/<o ano<her bus 23%

USER SATISFACTION
Weekday Hours
of Service

Frequency
of Service

Convenience
of Routes

Overall ECAT
Service

V<ryGood ·
Good
F2ir

p..,,

Very Poor

V<ry Good
Good
F:Ur
Poor
Very Poor J:..C'-1-+--1----'f-~
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DEMOGRAPIDCS
Age

Female
63%

V yean or under
18 to24 y..,..
25 to 34 years

Male

35 to 44 years

37%

45to 54 yean
55 to 60 years
60 to 65 years

65 yean or more

Route 4

WIUte 1.7'!to

African·Americon 78%

Eth nic Ori gin
An nual Houn hold Incom e
leiS than $10,000
$10,000 to $14,999

sts,ooo to S19,999
$20,000 lO $24,999

$25,000 to $29,999
$30,000 and over

One20%
Two7'!to
Three or more 5%

Auto Ownership
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TRAVEL BEHAVIOR
Trip Destination

Trip Origin
School
Work 6%

Shop/Errands
12%
Other
13%

16%

School

6%

Work
14%

Shop/Errands
20%
Other

11%

Home

Home
52%

49%

Modes of Access/
Egress
Walked 0-3 blocks
54%

Walked over 3 blocks
21%
Dropped off/picked up
1%

Other
1%

Transferred from/to another bus
23%

USER SATISFACTION
Weekday Hours
of Service

Frequency
of Service

Convenience
of Routes

Overall ECA T
Service

V~ryGood

Good
Fair
Poor

Very Poor

Very Good
Good ,
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DEMOGRAPIDCS
Female
57')(,

Age
17 yw. or under
18 to 24 years

25 to 34 years
45 to 54 years

Gend er

55 to 60 years

40%

African-American 59%

Route 5
Ethnic Origi n
Annu al Hous ehold Incom e

One
24%

SJo.ooo and over
None
61%

.Two
13%

Three or more
3%

Auto Owne rship
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TRAVEL BEHAVIOR
Trip Destination

Trip Origin
School

Work
8%

Shop/Errands
19%

School

12%
6% Shop/Errands

13%

Other
9%

8% Other

Home
38%

Home
65%

Walked ().3 blocks 64%

Modes of Access/
Egress

Walked over 3 blocks 14%
Other 1%
Dropped off/picked up 4%
By automobile 1%

Transferred from/to another bus 15%

USER SATISFACTION
Weekday Hours
of Service

Frequency
of Service

Convenience
of Routes

Overall ECAT
Service

Vuy Good

Good
Fair

Poo•
V¢ry Poor

VtryGood
Good
Poor
Very Poor

F-- -1-- +--+--l
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DEMOGRAPIDCS
Age

Female
63%

17 yean or under

18 to 24 ytan

2S to 34 yean

Male
37%

3Sto +l years
4S to S4 yean

Gender

SS to 60yean
60 to 65 yeus
6S years or mote

Route 6

White 20%

African-American 80%

Etbnic Origin
Annual H ou5ebold Income
Less than $10,000

510,000 to $14,999
$1 S,OOO to Sl~.~~~

$20,000 to $24,99~
S2S,OOO to S29,999
530,000 and over

One
18%

None

75'11.

Auto Ownenb ip
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TRAVEL BEHAVIOR
Trip Destination

T rip Origin
Wo~

u;;y

~ci'plJ!.'"rnnds 5%

Shop/Errands
22%
School

O ther
19%

8%

Other A.

Work

V%

Walked over 3 blocks II%

~~~

Dropped off/pioked up 2%

Modes of A ccess/
Egress

Walked ().J blocks •B

Trmsferred from/to another bus 31%

Other7%

USER SATIS FACTI ON
Weekday Hours
of Service

Frequency
of Service

Convenience
of Routes

Overall ECAT
Service

Very Good

Good
Fair
Poor
V~ry Poor

V•ryGood ,
Goad

P•ir
Poor
Vcty Poor
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DEMOGRAPIDCS
Age
17 years or under
18 to 24 years
25 to 34 year$

Female
72%
Male
28%

Gender

65 yurs or more

Route 7

White IS%
Alrican·Ameriean 85%

Ethnic Or igin
Annual 8 ousehold lnco me

$20,000 tO $24,999
$2S,OOO to $29,999

$30,000 and over
None
S8%

Two
10%
Three or more
4%

Auto Ownership
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TRAVEL BEHAVIOR
T rip Destin ation

Trip Origin

School
Work Ill%

Shop/E rnnds
IS%

ISCX.

SchoolS %

Shop/ Errands 10%

Other
5%

Other7%
Work
41%

Walked over 3 blocks
12%

Dropped off/picked up

Walked().) blocks

1%

54%

M odes of A ccess /
Egr ess
Tr.nsferred from/to another bus
28%

Other
4%

By automobile
1%

USER SATISFACTION
W~ekday

Hours
of Service

Frequ ency

of S ervice

Very Cood

Cood
Poo<
Very Poor

~:.._-1---1---1--

Convenience
of Routes
VeryCood
Good
FUr
Poo,

~!ijjii

V~ry Poor ~-1---1--·1--l

A PPEND IX

B: I NDIVID UAL ROUTE P ROFILES

Over a U EC AT
S ervice

DEM OG RA Pill CS
Female

Age

54%

17 years or undt.r

18 to 24 yean
25 to 34 years
JS to 44 years
45 to 54 years

Gende.r

55 to 60 years

65 years or more

Route 9
Ethnic Origin
An nu al H ou seho ld I ncome

One
39%

SJO,OOO and over

Two
14%

None
4

APPE1VDIX

Three or more
S'JI.

~u to Ow nershi p
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TRAVEL BEHAVIOR
Trip Destination

Trip Origin
Sehool6%
WorkS%

School
13%

Shop/Errands 13%

Shop/Emrnds
17%
Other

O ther 13%

4%

Work
48%

Home60%

Modes of A ccess/
Egress

WalkM 0.3 blocks
63%

Walked over 3 blocks
17%

Other
6%

Dropped off/picked up
5%
Transferred from/to another bus
11%

USER SATISFACTION
Weekday Hours
of Service

Frequency
of Service

Convenience
of Routes

Overall ECA T
Service

Very Coocl

Good
Fair
Poor
Ve..ry Poor

v • .,. Good
Good
Fair
Poor
V4f.ry Poor
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DEMOGRAPIDCS
Female
57%

Age
17 yean or under
18 co 24 years

2S co 34 years

Gende r

65 years or more
20%

White IJ%

Ro ute lOA

Hispanic 1%

African·Amttican 85%

•

Et hnic Origin
Ann ual H ouse hold I ncome
Less than $10,000
SJO,OOOto $14,999
$15,000 co $19,999
$20,000 co $24,999
$25,000 co $29,999
None SJ%

SJO,OOO and over
60%

Auto Ow nenh ip
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TRAVEL BEHAVIOR
Trip Destination

Trip Origin

School
Work3%
15%

Scbool3%
Shop/Errands 13%

Work16%

Shop/Errands
II%
Other
14%

Other 7%

Home

Home62%

57%

Modes of Access/
Egress '

Walked 0-3 blocks
59%

Walked over 3 blocks
17%

Dropped off/picked up
4%

Other
4%

Transferred from/to a.nother bus
By automobile
16%
1%

USER SATISFACTION
Weekday Hours
of Service

Frequency
of Service

Convenience
of Routes

Overall ECAT
Service

Very Good

Good
Fair

Poor
Very Poor
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DEMO GRAPI DCS
Female

Age

57%

17 years or under

18 to 24 years
JS to 44 y..,.,

4Sto 54 Ye:ltS

Gend er

65 years or more
40%

Route lOB

African-American 71%
White 23%

Ethnic Origin
An nual Hou sehold I ncome
!As than $10,000
SIO,OOO to Sl4,m
$15,000 to $19,999

One
)3%

$20,000 to $24,999
$25,000 to $29,999

S30,000 a.nd over

None

Three or more
6%

44%

Au to Owne r sh ip
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TRAVEL BEllAVIOR
Trip Destinatio n

Trip Origin

School

Shop/Errands

6"4

16"4

Other
12%

Walked over 3 block$

Walked 0-3 blocks
59%

7%

Modes of Access/
Egr ess

Dropped off/picked up
8"4

Trat~.~fcrred from/to another bus

Other
4"4

21%

USER SATISFACTION
Weekday Hours
of Service

Frequ ency
of Service

Convenience
of Routes

Overall ECAT
Service

Very~ i.i iii
F»r ,

Poor
Vc1}' Poor

j!!..:.::......~--1---1---J
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DEMOGRAPIDCS
Age
17 years or under
18 to 24 yeart

Male
29"k

4S 10 S4

years

Gende r

SS t O 60 y<•O
6010 6S years
6) years or more

Route 11
Edtnic Or igin
Annua l 8 ousehold lnco me

$10,000 10 $14,999
SIS,OOO to $19,999
$20,000 to $24,999

$25,000 10 $29,999
$}0,000 and over

JO%

1!--- --1-- -1--- 4---1
None61 %

Two7%
Three or mort l

Auto Owner ship

Af'f'£/VD IX

8 : ltvDIVI0(/,4£

Rour£ PROF/LE:S

TRAVE L BEHAVIOR
T rip Destioation

Trip Origin

School

Shop/Errands
26%

)%

Other
10'10

Home
39%

Home 60%

Modes of Access/
Eg ress

WalW 1).3 blocks
62%

Walked o....- 3 bloch
12%

Dropped off/picked up
3%
Tn.nsferred from/to another bus
Other

21%

3%

USER SATIS FACTI ON
Weekday Houn
of Service

F requency
of Service

Convellience
of Routes

Overall ECA T
Service

VeryCood

CO<>d
F'a.ir
Poor
v~ry

Poor

v,..,. CO<>d
Coed

FAir
Poo,
Very Poor
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DEMOGRAPIDCS
Female

A ge

5"'

17 years or under
18 to 24 years

Gend er
SSto 60years
60 to 65 years
65 ynrs or more
50%

HUpa.aici'%

Other7 %

Route 12
White6 2%

Et hnic Origin
Ann ual Hou sehold Incom e
Less than SIO,OOO
$10,000 to $14,999

SIS,OOOto S19,999

One
25%

$20,000 to $24,999
$25,000 to $29,999
$30,000 and over

None
54%

Thr«- or more

8%

Auto Owne rsh ip
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TRA VEL BEHAVIOR
Trip Destination

Trip Origin

Shop/ Errands
24%

Work H%

School

Scbool7%
Shop/Er rands 3%
Other7%

Other
10%

! ]'If,

Work

21%
Walked over 3 blocks

26%

M od es of A ccess/
Eg ress

Dropped off/ picked up

5%
Walked 0-J blocks
.a%

Transferred from/to another buJ
22%
Otner
7%

USE R SAT ISF ACT ION

YuyGood ,

Weekday Hours
of Service

Frequ ency
o f S ervice

Convenience
of Routes
1m

Overal l ECAT
S ervice

Good
Fnr

Poo•
Very Poor
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DEMOGRAPIDCS
Female

Age

58%

17 years or unckr
1Sto24 years

Gender

65 years or more

12%

20%

30%

40%

Route 13

White 24%

Ethnic Origin
Annual Hou$ehold Incom e

$10,000 tO

$14,~9

$15,000 to S19,999
$20,000 tO $24,999

$30,000 :md over

Two
None
56%

"'6%

Three or more

Auto Own el'$hip

APPENDTX

B: I NDIVIDUAL R OUTE PROFILES

TRAVEL BEHAVIOR
Trip Destination

Trip Origin
Work 14'!b

School2 %
Shop/ Ernnds 11%

Sch()912%

Shop/E rnnds 14'1~

Work 29%

Other6%

Other9 %

Home 47%

M odes of Acces s/
Egres s

Transferred from/to o.nother bU$ 17%
Other2 %

Walked 0.3 Blocks 73%

Dropped off/picked up I%
Walked over 3 blocks 7%

USER SATISFACTION
Weekday Hours
of Service

Frequ ency
of Ser vice

Convenience
of Routes

Overa ll ECA T
Service

Vuy Cood
Cood

Poo•
V~ry Poor

Vuy Coo<l
Good '

Fair
Poor ,
Very Poor

APPENDIX B: INDWIDUAL R OUTE PROFILES

DEMOGRAPIDCS
Age

Female
68%

17 yean or wtckr

IS 10 24 years .
2S 10 H years

Male
33%

Gende r

65 ye-ars ot more
20%

25%

01her2%

African-Americ:an 56%

Route 14
Ethnic Origin
Annua l H ouseho ld I nco me

$20,000 10 $24,999
34%

S25,000 IO $29,999
$30,000 and over

30%

40%

SO%

Au to Own enhip
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TRAVEL BEHAVIOR
Trip Destination

Trip Origin
School
2% Shop/Errands
18%

Work
30%

Shop/Emnds
21%

Work
26%

Ocher

Other

5%

S%

Home

Home

48%

46%

Walked over 3 blocks
24%

Modes of Access/
Egress

Walked 0-3 blocks
47%

Dropped off/picked up
5%

Transferred from/to another bus

Other

21%

4%

USER SATISFACTION
Weekday Hours
of Service

Frequency
of Service

Convenience
ofRoutcs

Overall ECAT
Service

Poor

Very Poor

Ve'Y G<>od
Good

F>ir~~~

Poor

Very Poor

APPENDIX

B: INDIVIDUAL
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DEMOGRAPIDCS
Age

Female
s~

35to#yean
45 to 54 years

Gender

5S to 6tJ years
6tJ to 65 years
6S years or more

White30%

Route 15
African-American 64%

Ethnic Origin
Annu al Household Income

One33%
SJO,OOO and over

None 56%
Two9%

Three or more 2~

Auto Ownenhip

A PPENDlX B: INDIVIDUAL R OUTE PROFILES

TRAVEL BEHAVIOR
T rip Destination

Trip Origin

School
School6%
Shop/Errand$ 8%

Work20%

Shop/Errand$

1%

19%

Other
7%

OtherS%

Home

Home 58%

40%

Modes of Acceu /
Eg r ess

Walked 0-3 blt><ks
62%

Walked over J blocks
18%

Dropped off/picked up
J%

Other
J%

Transferred from/to another bus
14%

USER SATISFAC TION

v.,y Good
Good
Fair
· Poot

Weekday Hours
of Service

Frequency
of Service

Convenience
of Routes

Overall ECAT
Service

jil~~~ji

Vt.ry Poor
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DEMO GRAPI DCS
Female

Age

52%

17 years or under

18 to 24 yean
2Sto H yean
3S to « yean
45 to 54 yean

Gender

55 <o 60 yean
60 <o 65 years

65 years or more
40%

Route 16

African-Am•rioan 73%
White 2S%

Ethnic Origin
Annual H ousehold Income
L<ss<han s10,000

SIO,OOO to $14,999

$15,000 to $19,999
$20,000 to $24,999

$30,000 and over
80%

None
61%

Two
1)'1(,

Thr«: or more
1%

Auto Ownership

AI'I'ENDIX B : I NDIVIDUA L R OUTE PROFILES

TRAV EL BEHAVIOR
Trip Destination

Trip Origin
School
Work 4%

Sbop/Urand s
14~

19%

Shop/Urand s 19%

Sehool 4%

Other

~m:Ro

Other 15%

II%

Work24%

Home38%

Home
53~

Mod es of Access/
Eg r ess

Walked 0-3 blocks
60%

Walked OVeT J blocks
IJ%

Dropped off/picked up
S%

O ther
4%

Transferred from/to another bus
18%
By automobile
1%

USER SATI SFAC TION
Weekday Hours
of Service

Frequenc y
of Service

Convenience
of Routes

Overall ECAT
Service.

Vtty Poor

Very Good

Good
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DEMOGRAPillCS
A ge
17 ye.ars or under
18 to 24 years
25toH years
35to44 yean

Gend er

H isp;mic 4%
Other4%

Route 18
White 52%

Ethnic Origin
Ann ual H ousehol d In com e
Less than SIO,OOO
SIO,OOO to $14,999
$15,000 IO $19,999

One
21%

$20,000 IO $24,999
$25,000 to $29,999

SJO,OOO and over

Two
17%

None
58%

Three or more
4%

Au to Own ersh ip

APPEND IX B : I NDIVIDUAL ROUTE PROFILE S

TRAVEL BEHAVIOR
Trip Destin ation

Trip Or igin
Sehool 4%
Shop/E rrands 8%

Work 40%

WorkH %

OtherS %

Other 4%

Home 46%

Walked over3 blocks IS%

Mode s of Acces s/
Egres s
Dropped off/pick ed up 19'1.

Walked().) blocks 44%

T ransferred from/to another bus 13%

By automobile 2%
Other7%

USER SATISFACTION
Weekday Hours
of Service

Frequ ency
of Servi ce

Convenienoe

Overa ll ECAT
Servic e

Very Cood

Good
FAir

p..,,

Very Poor

of Routes
V~ry Cood

Cood

p..,,
Very Poor

APPEN DIX
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ECAT OPERATOR SURVEY
I.

The following is a list of possible complaints passengers may voice to bus operators.
complaints you hear most frequently (1 being the most frequent).

Please rank the 5

_
_

fare is too high
infrequent service

_

passengers cannot get infonnation

_

bus doesn't go where I want

_

bus schedule too hard to understand
eating or drinking on the bus

bus is late

_

smoking on bus

_

bus leaves stop too early

_

bus is not clean
bus is not comfonableneed Sunday service

-

route or destination not clear

no bus shelters/benches
_ need evening service
_OTHER (specify)------

2.

What is your opinion of these complaints? Are they va1id?

3.

The following is a list of possible improvements to the transit system. Please rank all the improvements that

you think would be helpful (I most helpful).
_ operate Oe\\', smaller vehicles
lower the fares
_ provide bener route and schedule infonnation
_ put up shelters at bus stops
_ maintain buses more frequentJy
_ operate Sunday service
_ give more time in schedules
_ reduce headways
_OTHER (please s p e c i f y ) - - - - - - - - - - - - - - - - - - - - - - 4.

Do you know of any safety problems on any routes? Please describe.

5.

Are there any schedules or parts of schedules which are difficult to maintain?
_yes
no
If yes, which r o u t e s ? - - - - - - - - - - - - - - - - - - - - - - - - - - - - - -

6.

Are there any routes which should be modified in any way? If so, how?

7. In your opinion, is night service necessary?
_yes
no
8. In your opinion, is Sunday service necessary?

_yes
9.

no

Are there- any other comments that would be helpful ro us?

THANKS FOR YOUR HELP!

PENSACOLA URBANIZED AREA TRANSIT IMPROVEMENT STRATEGY

Table C-1
Most Frequent Passenger Complaints about ECAT Identified by Bus Operators
ECAT Operator Survey
Moat Frequent Complaints

Wetghtsd•

Number, of
Responses

Need evening service

48

10

Infrequent service

45

10

Need Sunday service

39

11

Bus doesn't go where I want

37

9

No bus shenerslbenches

28

8

Passengers cannot get
information

15

6

Eating or drinking on the bus

14

4

Route/destination not clear

11

4

Bus leaves stop too early

9

4

Bus schedule too hard to .
understand

9

3

Smoking on bus

7

3

Fare is too high

7

3

Bus is not comfortable

3

2

Bus is not clean

2

2

Bus is late

2

2

'

• Five points for each first priority ranking, down to one point for
fifth priority ranking.
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Table C-2
Improvement Areas for ECAT Identified by Bus Operators
ECAT Operator Survey
Weighted'

Number of
RespoMes

Provide free transfers

28

6

Put up shelters at bus stops

27

7

Operate Sunday Service

25

5

Provide better route and schedule
information

24

6

Give more time in schedules

16

4

Operate new, smaller vehicles

14

4

Lower the fares

11

4

Maintain buses more frequently

11

3

Reduce headway

6

2

Evening service

5

2

More transfer points

4

1

Run more north/south short runs
with north, middle, and south
loops interconnecting all routes

4

1

Later service to mall area

4

1

Improvement

• Five points for each first priority ranking, down to one point for
fifth priority ranking.
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PENSACOLA URBANIZED AREA TRANSIT I MPROVEMENT STRATEGY

Table C-3
ECAT Safety Problems Ident ified by Bus Operators
ECAT Operator Survey
.. '
.·., ·N.u·.--:
'
'
' "·
mber:of.
,.
Safety Problem

..

..

Responses

No safety problems

7

Left tum out of Mariner Mall onto Fairfield

1

Red lights set too lOng (no route specified)

1

Route 11 has too many stops, forced speeding to make run

1

Corry Field Rd. has no bus stops, cars passing bus on both sides

1

Exiting Mooring Apls.

1

Ex~ing Univers~

1

Mall

Route 7A: Stopping on railroad tracks unavoidable due to traffic
turning from Market St. onto Massachusetts Av.

1

Need bus stop sign at comer of Baylen and Government Sts.

1

Table C-4
Routes witb Schedule Problems Identified by Bus Operators
ECAT Operator Survey
Difficult to Maintain
Route Schedules

Number of
Responses

11

5

16

4

15 (1 Saturday only)

3

7A

2

1

2

12

1

9

1

7B

1

A PPENDTX C: ECAT OPERATOR SURVEY
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Table C-5
ECAT Routes to Modify Identified by Bus Operators
ECAT Operator Survey

.
Route

ldentit)<ing
.No.
Modification

Suggested Modification

11

Need more time in schedule

3

78

Need more time in schedule

3

16

Need more time in schedule

2

12

Run every hour

2

12

Add second Mall run from Rl. 11 and all of lhe Sun Rise Apl. runs

1

1

Run less often

1

Move routes one block north or south of 4-way stops at Blount &
121h Ave, and Cross & 12th Ave.

1

No response

4

Table C-6
Need for Night or Sunday Service
Question

Yes

No

No Responses

Is night service necessary?

13

1

0

Is Sunday service necessary?

8

5

1
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APPENDIX D: INTERVIEW QUESTIONS

INTERVIEW QUESTIONS
A. WHERE WE ARE
I.
2.

How much awareness of and support for transit is there in the community? Have the
levels of awareness and support changed in the last two years?
How is ECAT perceived in the community? What is your perception of transit' s role

3.

in the community?
Is the transit system responsive to community needs?

4.

communicated to the transit system?
Is information on transit readily available in the community?

How are those needs

5.
6.

What is your opinion of the transit fare?
Is traffic congestion a problem in the Pensacola urbanized area? If so, what role can
transit play in alleviating this problem?

7.

Is there a parking problem in Pensacola? If so, how does this affect transit's role in
the community?
What effects have the new buses had on perceptions of the transit system? What about
the new transfer center?

8.

B. WHERE WE WANT TO GO
9.

What goals has the community and elected officials voiced for transit? What do you
see as appropriate goals for the transit system?

I 0.
II.

How can ECAT better meet community needs?
What is happening in the Pensacola urbanized area tn terms of residential and
commercial development? How much? Where? How can transit best respond to these

trends?
12. Is the establishment of service guidelines a worthwhile goal for transit?
13. Should ECAT be looking at new markets for transit service, or should it concentrate
on its existing markets?
14.

Is there a willingness in the community to consider additional local funding sources for
transit?

APPENDIX D: INTERVIEW QUESTIONS

PENSACOLA URBANIZED AREA TRANSIT IMPROVEMENT STRATEGY

C. HOW WE GET THERE

15.

What improvements are needed in the transit system to attract more riders and meet

community goals?
16. Is there a need for park and ride lots.• possibly in conjunction with express or limited·
stop bus service?
17. Are there areas currently not served or underserved by transit that should receive a
18.

higher priority?
Are there other policies that should be changed to help the transit system reach its
goals?

D. SUMMARY
19.

What are the major strengths and accomplishments of the transit system?

20.
21.

How have perceptions of the transit system changed over the last two years?
If you could pick one thing to change about the transit system, what would it be?

APPENDIX D: INTERVIEW QUESTIONS
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APPENDIX E: EsCAMBIA COUNTY CENSUS TRACTS

Table E-1
Esc:ambia County Census Tracts: Distributions and Scores
Census

Tract

1.00
2.00
3.00
4.00
5.00
6.00
7.00
8.00
9.00
10.01
10.02
11.01
11.02
12.01
12.02
13.00
14.01
14.02
15.00
16.00
17.00
18.00
19.00
20.00

Percent
Elderly
Persons

9%
32%
25%
28%
26%
27%
18%
26%
30%
21%
19%
16%
16%
23%
16%

21%
7%
15%
25%
26%
15%
23%
23%
18%

Score

1.0
27.0
3.0
3.0
3.0
3.0
1.8
3.0
3.0
1.8
1.8
1.0
1.0
1.8
1.0
1.8
1.0
1.0
3.0
3.0
1.0
1.8
1.8
1.8

Percent
Low-Income
Househol ds

0%
43%

35%
53%
16%
47%
42%
27%
12%
4%
13%
4%
10%
19%
21%
24%
28%
16%
47%
45%
49%
36%
37%
31%

Score

1.0
3.6
3.6
16.0
1.0
3.6
3.6
3.6
1.0
1.0
1.0
1.0
1.0
1.0
1.0
3.6
3.6
1.0
3.6
3.6
16.0
3.6
3.6
3.6

Percent
0-Vehicle
Households

0%
29%
21%
45%
15%
40%
49%
15%
5%

1%
3%

1%
4%
13%
9%
16%
27%
9%
31%
20%
26%
23%
26%
19%

Score

1.0
5.5
3.3
11.0
3.3
11.0
11.0
3.3
1.0
1.0
1.0
1.0
1.0
3.3
1.0
3.3
5.5
1.0
5.5
3.3
5.5
3.3
5.5
3.3

Composite
Score

3.0
36.1
9.9
30.0
7.3
17.6
16.4
9.9
5.0
3.8
3.8
3.0
3.0
6.1
3.0
8.7
10.1
3.0
12.1
9.9
22.5
8.7
10.9
8.7
(Continued)
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Es~ambia

Census
Tract

21.00
22.00
23,00
24,00
24.99
25.98
26.01
26.02
27.00
28.00
29.00
30.00
31.00
32.01
32.02
33.01
33.02
33.03
34.00
35.01
35.02
36,01
36.02
36,03
37.00
38.00
39.00
40.00

Table E-1 (Continued)
County Census Tra~ts: Distributions and

Percent
Elderly . Score
Persons
18%
1.8
19%
1.8
3.0
28%
1.0
1%
0%
1:0
14%
1.0
18%
1.8
20%
1.8
12%
1.0
15%
1.0
22%
1.8
17%
1.0
11%
1.0
14%
1.0
11%
1.0
12%
1.0
15%
1.0
9%
1.0
15%
1.0
1.0
13%
1.0
15%
14%
1.0
11%
1.0
1.0
12%
16%
1.0
16%
1.0
1.8
18%
1.8
18%

Percent
Low-Income
Households
27%
23%
17%
0%
0%
7%
11%
6%
23%
12%
27%
17%
19%
20%
10%
12%
13%
13%
19%
12%
16%
11%
14%
12%
25%
20%
16%
41%

· Perce~ :

. Score . ·

3.6
3.6
1.0
1.0
1.0
1.0
1.0
1.0
3.6
1.0
3.6
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
3.6
1.0
1.0
3.6

0-Vehlcle-~

Households
12%
14%
8%
0%
0%
1%
1%
1%

.

12%
4%
7%
6%
8%
9%
6%
2%
5%
5%
11%
6%
7%
3%

6%
3%
14%
8%
9%

24%

S~ores

.'
'
'
, Col1)poalte.
'scicin.., . Scont
'

'

'

1.0
3.3
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
1.0
3.3
1.0
1.0
5.5

6.4
8.7
.
5.0
3.0
3.0
3.0
3.8
3.8
5.6
3.0
6.4
3.0
3.0
3.0
3.0
3.0
3.0
3.0
3.0
3.0
3.0
3.0
3.0
3.0
7.9
3.0
3.8
10.9
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INTfRGOVERNMEHTAl. PROGRAMS

Cll. 163

Any coonty or munlclpalily·which has authorized
the aeation ol a community redevelopment area putsu·
ant to part 01 otlhis ehapler Is directed to give eonslder·
ation to the eteation ot a neigh~hood improvement dis·
trict within said atea.
"'-'f,_, 70, ch. D-243; • · ~. Cl\. t i ·M.

163.523 Safe nelghbo<hood districts; cooperollon
ond Involvement of community cwgonlzollons.-To tl\e
exlent possible. focal governments may eooperale and
seeJ< the involvemeot ol community organitatitm oud>
a• c:hurcheo. charnbel$ of c:ornrnerce, .,.,.,..,.....ty developr'Nnt ccrporatior ,.. cMc anoc:iations, neigl1t>otl>ood
h<lvsing seMc:es, urban leagues, and other not- forprom organi.z:atiOns in the creation of sate neighborhood
Improvement districts under this pari. Ahf 11eighbor·
hood improvement district may enter into agreements
j.vith any of such community organizations to undertake
)lny of \he aciMiies authorized under this part, elCeept
the preparation of sale neighborhood improvement
plans. To this end, th& district may compensate any
such Otganization for the vatue of Its service. However,
sUCh compensation shall not exceed 1 percent of the
total annual budget ot the district. Tl\e c:ornrronity O<ga·
hization may also conttact with the district to provide
maintenance services lor projects in1>femenled in the
districL The fee lOt $UCh servtces shal not exceed 2 pet·
cent of the total budg.t lor the district's projeet lor
which services are to be tencfe(ed. AI set'\lia! agree·
ments made with community Otganiz.alions stlalll\ave a
renewable term of no k>nger than 3 years. A district may
receive lunds from such Olganizations in connection
with the perlocma.nce of any of the functions authorized
in this part.
M't101J.~

n. (:)1 . 8$48l,

PARTY
REGIONAL TRANSPORTATION
AUniORmes

163.565
163.566
163.567
163.568
163.569
163.570
163.571
163.572

Short title.
Oefonilions.
Regional transp0r1atfoo authorities.
PutpO$eS and powers.
Exemption from ttgu!ation.
Special fegion taxation.
Issuance of bonds.
Expansion ol ••••·

J

(4} 0irectoc• means a person appotnted to
board by a member. No person wi10 s.>rveo wllhout
aJY as a director 01 in any other appointed position of lti
autho<lty shall ba in viotallon of •· 99.012 by reason j
•·
h<lldlng sueh offiee.
th~
means
area'
(5) 'Regional transportation
'
the boundaries of which are identical to lhe bou
ollhe political subdivislons or olhflr le~ tnllllea
constltuta the authority.
(6) 'MunicipaJ;ty' means any city withe population<!!
OYer 50.000 within the regional lr3nsportatfoo aroa:
(7J 'County' means any <:<lmty within the rO<licnl
lr3nsportalion .,.._
(8) 'PUblic: lransportalion' means t,.,SPOr1alion
passengers by means, wlthovl limi~foo. of a aUeot r.a:
way, elevaled raiway Qt guideway, subway, motc:w vtfl.
ere. mot« bus, Ot any bus or other mean.s ol conveyanc;
operating as a common carrief within the cegional trW.
portation area, includin g charter seMce therein.
(9) 'Public transporlation system· means. wltho•t
limitation, a combination.¢ ce.al and petsonal propenY.
suuclures. improvements, buildings, equipment, plants,
vehicle patking or o thet facilitie-s. and rights-ol·way, a
any combination thareof. used or useful ltlt purpose!
ol public transportat;on.
(10) 'OI*ator• means any person Of190god in, 01
intending to engage in, !he business ol prOYiding puti<
transportatfoo, but does not include a persor> ongage.l
prima.rWy in ttle transportation of chifdten to or •to@
school or a person or entHy futnish.ing transporCaJiof!
solely tor hi$ or its empfoyees Ot customers.
(11) "Transpottation facility' or •transportation raclll·
ties' means the properly or properly righls. both r,al
aoo personal, ot a type used fOf the establlahmont ol
public ttanspoc-tation systems which have heretofOfB
baen, 0< may hereafter ba, established by public bOdi..
for the tr&nspotlalion of people and property from pl&Ct
lo placo.
(12) •Pop<Aation' means the populalion as ~tetlOOed
oodtt lha provi<ions ol s. 186.901.
..••• , ........ i.Cf\.rt-m .. •.eta. J3-l7l: •· ' · m. n-n41: a. a all-.124
4

(2)

·a

•or

.. D.

ell..,... .

183.H7 Regional tnlnsporutlon

aullloriti••·-

(t) Any 1w<> or more contiguous counties, munic:ipall·

ties, other political subdivisions. or combinations thereof
in this state are authoiized and empowered to convene
·a eherter commiltee for the purpose of developing a
charter under which a regional transportation aulhorlty,
hereinafter teleued to as •authority•• may be constl·
163.565 Shon litle.-lnls part shall be known and tuted, composed. and operated as delineated In this
may be cited as the "'R&glonal Transportation Authority part. However. no county. municipality. or other political
taw:
subdMsion may be a member in more than one aulhOfit)'
~.-s. l.c:b.71~ .. 1.C11, 7J..Zit.
<:rolled under this par~.
163.566 Definitions.-As used In this part, and
(2) Upon the decision by such govemng bodies to
~ the comtritli!e. each st'ld ~~ one repteunless the context clearly indicates otherwise:
(1) •Authority' means a body poOitlc and C<lfpora!O sentatl<e lor the flls1 tOO.OOO population or lracli<l<l
created pursuant to this pari.
thereof over 50.000. plus one additional reprauntal""'
(2) "Member• mGana the municipality. county, or tot eaCh additionar 100,0CX> population to tho cnattet
political subdivisfon wtliCh, In combination with another committee, e>cept lhallhe pflP<IIatloo of any parllcip&t·
lng munk:lpality shall be subtracted from the county's
member or members, compr\aes the authority.
lhe
as
10
teferred
hereinafter
(3) "Board of directors,·
population in determining county lfi'presentation. The
autho<ity.
the
ol
body
boald, means the governing
committee shall meet for lhe pu1poso ot ptoparing tt\0
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chal.'"'·

~ty·s c;harter. Tho
in lddi..., to t1>e pur·
s and powers p<ovlded "' •· I 63.5E8, shalt contain:
"": Tho formula lot reprosontotlon and voting of the
.,!mber< based on population, bul ln no even! shall the
GoYtf'"or's appointees ha\1'8 lass than OM vote each.
(b) Any limitations on the authority's powers ot em;.
1 dQmain beyond !hose limitations contained in s.
~and deemed nec.~ssary fotlho authority's pur·

-··

(c) The duration of 11\e authority end the melhod by
by any
~ rneml>er priot to the alated dale ol t lian. if any.
(d) Tho manner in Whidlthe authority members war
provide kotn thou treasuries the financial support tor lhe
outnority.
•
. .
(e) A methOd oc formula lor equ1tably prov•d•ng for

,.rkl> it may be terminated 01 withdrawn from

aoct allocating and financing

the capital and operating

costs. JncJuding payments to reserve funds authorized
by law and payments of ptlnclpal and Interest on obliga·
lionS.
. .
(f) The manner in which strict budgeting and
•ccounlabl.lity of all funds shall be ptovided fqr and the
manner in whictl reports, including an annuallndepend·
ont audit, of all ~eipts and disbursements shall be pre•
pored and presented to each perticipaling member.
(g) Any olhet ~~<>CeSSlrf and propet matters agreed
upon by lhe charier eommittee.
(3) The charter and all subsequent amendments
-••o shal be duly executed by the govtming bodies
of all members and shall be filed with the Department
of State, at which time the authority shall be activated
and legally constittJted.
{4) When 1he charter is llled with the Department of
State, the Governor shall be notified that such action has
been taken, and the Governor shall within 20 days
apQOint two members to the authority. Within 25 days
from the filing of l:he charter, each member shall appoint
Irs directQf or directors. and the first meeting of the
ltllhorily shall be held.
(5) In addiOOn to other funding as prescribed in this
pan, any tnember jonng the authority shal agree to prr>
..,_!he authorily with funds 10 be used only lor plat1nit1g
and administration for a period not to exceed 5 years
ftom such time as the autOOrity was forrnaiJy constituted.
These total fvnds shall not exceed $300,000 per annum.
and the cost shall be duly apportioned among the mem·
bers by a ratio based on populalicln. Any member may.
of ils own accotd, pay more than Its apportioned sl\ale
or the funds.
(~) After the authority has been in existence for a
Ptf10d or not less than 12 months, municipalities having
ltss than 50,000 population may be admitted as Mly
ponic:ipot!og members it agreed upon by at least a
llvee-IOtJrths vole of a1 tho members ol lhe board ol
clltectors.
C7! Suboeq..tnt to the ocdvollon or tl>e authority,
CGnhguous eounties, municipalities, or other polltical
SUbdivisions not partlclpaiing initially may become members or tile authority with the same benefits as 1he Initial
members, upon approval by a majority vole of the board .
. (8} The board of directors of the autflotity shall con·
Sist or at least one director representing eact'l member,

Cl\. 163

and two directors appointed by tho Governor. In no
event sllall the board be composed or tass than five
directors, Including tho two appointed by the Govomor.
EaCh member shaU initially appoint one dltector fOt a

3-year term. Of those members appointing more than
one director, tile 1emaining direciOf's shall be apf)Oinred
initially fOf a term of2years. Theceatter, an directors shall
be appointed for 3-yoar torms.
(9) Each cflreclot shall hold office until his suCCHsor
has b<len appointed and qualified. A va<:ancy occurring
during a term $hal be ~ only 10< tho balance oltru<
unexplrad term. Tho first dUectors Shal be salected as
pt<Mded aboYe. An appointment to Iii a vacancy Shal
be made within 20 days alter the oocurrence ot the
vacancy or befOfe expitation of tM term, whichever is
a~icabte . tc no appointment ls made within the pre·
wibed limo by I he appointing member. tho board. by
a majotity vote, shall appoint an eligible person to the
bOard with like effect as it the appoinunent were made
by the member. However, it the board does not appoint
an eligible person within. 10 days, the appointment shall
th-en be made by the Govemor within 10 days thereafter.
Ally direetOt sh.all be eligible for reappointment.
(10) The boatd shall eleet one ot il.s dlrectOts as chair·
man and one as vice chairman to Hrve I<W 1yell in t.iat
capacity ot unli their successo<s are olecled. Arnajotlly
ot the directOf'S shd constitute a quon.m. A vacancy on
11>e bOard s11a1 not impair ~s tight ro exercise a1 or ~s
powers and perform all of its duties. Arry vacancy not
til1ed within lhe period ptecscribed by lhis section s.~all
be filled by appointment Of the board. Upon the etfectzve
date of his appointment. or as soon thereafter as pracli·
cable, each director shall enter upon his duties.
( I 1) A dlte<:tor of the board may be removed from
office by the Governor Of by the apJ)Oinling member tor
misconduct. malfeasance. misfeasance. or neglect of
duty In oltice. Any vacancy so created snaM be tilled as
provided above.
(12) The authelrity may emp5oy an executive aclminis·
tralot, who shal be a petson ol recogtlized ability and
axperience,1o setve at the pleaswe a' the aulhority. Toe
executive adminiWalot may OfflPioy SUCh employees as
may be necessary lor the prope< administra..., or the
duties end 1\mctions ot the authority and may determine
the qu&Jiftca.llon.s of such petsons; howover. tho board
shall approve such positions and fix compensation for
employees. The autnotity may contract for the services
ot attorneys. engineers. consultants, and agents for My
purpose o f the authofity. including engineering. arch•·
teetotal design, management. feasibility. transportation
planning, and other studies conceming the design of
facilities and &he acquiSitiOn. construction. extension,
operation. maintenance, regulatiOn. COf\Solidatlcn., 81\d
fonancing of transportation systems in the area.
{13) Directors ollho board shall be entitled to receive
~Mit Ita~ and olheJ neceSSOJy expenses incurred in
connection with the business of the aulhority. as providad in • · 112.o6t, but they shaH rocoive no salaries or
othet compensation.
Ml"*)'.- t . , " ' 1lo.Pl; .. '·CA. 13-218.

183.588 Purposes and powers.( f) The authority created and established by this
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part is granted too authorily to purchase. own, 01 operate, or provide fot the operation ol, transportation facili·
ties; to contract for transit sarvices; to exerclu power
of eminent domain limited to right--of..way and contigu·
cvs llansportalion facility acquisition and subject to any
further limitations set forth in the autl"lority charter; to

conduct studies; and to contract with other govemmen·
tal agencies, private companies and individuals. However. no public lransportation system shall be purchased. owned, 04" operated that would be in the continued business ot competi-ng with existing private charter
transportation companies for cl'\arter business, rior shall

a new system be im~emented where ari existing tfansportation system of the same mode is operating a com-

parable service without first purchasing said existing
system through negoti.al:~.

(2) The authority is granted the authe<ity to ex&tcise
all powers necessary, appurtenant. convenient, or inci·
dental to the carrying out of the afOt'esaid purposes.
including. but not limited to. the following rights and
powers:
·
(a) To sue and be sued. implead and be impleaded,
complain a~ defend in all courts.
(b) To adopt, use, and alter a1 will a corporate seal.
(c) To acquire. purchase, hold, lease as a lessee,
and use any franchise or property. real, personal, or
mixed, tangible or intangible. or any interest therein,
~ssary Of desirable for carrying out the purposes of
the authority, and to seU, lease as lessor, transfer and
dispose of any property or interest ttlereln acquired by
it.
.
(d) To fix, alter, Charge. and establish rates. fares.
and other charges for the seNices and facHities within
the area, which rates. lees, and charges Shall be equita·
ble and just.
{e) To acquire and operate, or provide for the Ope.lll·
tion of. local transportation systems. public' or private,
within the area, the acquisition of such system to be by
negotiation and agreement be1ween the authority and
the owner ot the system to be acquired.
(t) To make contracts of every name and nature and
to execute all instruments necessary or oonvenient for
the carrying on of its business.
(g) To enter into mar\agement oo."'ltracts with any
person or persons for the management of a publi<; transportation system owned or controlled by the authOtlty for
such period or periods of time. and under such compensation and other terms and conditions. as shall be
deemed advisable by the authority.
(h) Without timitatkm, to borrow money and issue
evidence of indebtedness and to accept gifts or grants
or loans of money or other property and to enter Into
contracts, leases, or other transactions with any federal
agency, the state, any agency of the state, or any other
public body of the state.
(i) To develop transportation plans. and to ooordi·
nate its ~anning and programs with those of appropriate municipal. county. and state agencies and other
political subdivisions of the state. All transportation
plans are subject to review and approval by the Oepatt·
ment ot Transportation and by the regional planning
agency, if any, for consistency with programs or planning for the area and reg£on.

F.S. 19i3

fj) To do all acts and tl1ings necessary or ~
nient for the conduct of its business and the general Wei~
tare of the authority in etder to carry out the ~
granted to it by this part or any other law.
·
(k) To prescribe and promulgate necessary rulet
and regulat.ioi'\S consistent with the provisions of this.
part and the requirements of chapter 120.
~·- 4. cfl. 11~ ~ 1. d\. 13-278..

163.569 E>temption from regulation. -The publiC
transportation systems and facilities operating in
undef the authority of this part shan be exempt from anY
of the regulatOty provisions of chapter 350.

ana

HI...,.-'- S. <*1. 11-373: *•1. ell , 13478: •· 20..<t1. 85-80.

163.570 Special region taxetlon.(1) Any regional transportation authority createo
hereunder shall be deemed a speciaJ tax district afid'
shall be authorized to levy an ad valorem tax based 00
fuU valuation of real property not to exceed 3 mi'Jis on thi
taxable real property in the areas affected by su·Ch·
authority, with the approval of the county commission Oi
equivalent governing body of such area, at a rate suHi·
cient to ptoduce an amount that may be neoessary fer
effectuating the purposes of this part. if such ml:!age
ktvel is approved by a majority ot the members of such
authOrity and by relerendum. Property taxes determined
and levied under this section shall be certified by the
authority to the appropriate auditor and extended;
. assessed. and co!l&eted In like maMer as pcovided by
general law lor such POlitical subdivisions. The proceeds
under this section sllall be remitted by the tax collector
to the treasurer ot the authority who shall credit them to
the funds of the authority for use in effectuating the pur·
poses of this part. At any time after making a tax Jevy
under this section and certifying the same to the cocre·
sponding governing body represented by the member·
Ship on the authority, the authority may issue tax antiei·
patton notes ol indebtedness in anticipation of the cof·
lection ot such taxes.
(2) No tax authorized by this part shall be levied
unless the same shall be approved by a majority or t11e
elect01s of each county, municipality, or other politicsf
subdivision. voting in elections to be held within the
graphical area of the special tax district. A tax shad~
authorized only in such pOlitical subdivisions as ar~
approved by eh!ctots from with.in the counties or mu~i·
palities Ot other polilical subdivisions ythO are membe•s
of the regional aulhOfity.

geo:

......,.-•. 6. Ch. 11-313: • • I.C11. 7~8..

163.571 Issuanc-e of bonds.-Any transporta~~
~uthority created hereunder may issue bOnds to carry
out the authorized powers or purposes ot this part. In the
creation of bonded indebtedness the procedure therefor
shall be In confonnity with the constitution and laws o!
lhe state.

Htnwy.-s.?, ct.. 11·313: s. 1, c11.

n.-~ra.

183.572 Expansion of area.- Upon a resolution
adopte<l by the g011erning body of any adjoining county,
muoicipality, Ot other political subdivision, the authOOty
may. subject to the provisions of s. 163..567(1). by a
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ma;ority vote of its membership.

include such territory

183.704 Membetship.(1) The council sllall be composed ol 17 members

h its regional trans-partation area.
.....,.......... Ch. 71~ • • I. d\ 1'3--278.

as follows:
(a) Four members of the Senate appointed by the
President of the Senate.
(b) Four members of the HOYse of Representatives
appointed by the Speaker of the House of Representa·

PART VI
ADVISORY COUNCIL ON
iNTERGOVERNMENTAL RELATIONS

163.701
163.702

163.703
163.704

tives.

ShO<t title.
Findings and purpose.
Council created.

MemberShip.

163.705
\63.7055

Functions and duties.
Relationship to federal ...state intergovern·

{:.~~

mental relations and activities.
Meetings, hearings, committees.
Staff.
Ftnances.

.163.708

163.701 Short title.-This part sllall be known and
may be cited as the •Advisoty Council on lntergovem·
mental Relations Act •
M~Mory.-t. 1, Cll.

11-J.CQ.

183.702 Flndlngslfld purpose.(1}

Cit. 183

The LegisJature finds and declates that there is

a need IO< an ofli<:ial body to:
(a} InvolVe local and state officials in an advisory
capacity to the executive and legislative branChes of
state govemment.
(b) Study problems of the intergovernmental
aspects of governmental structure. finance, functional
perf()(manee, and relalionShips at the local. regional.
state. and interstate levels.
(c) Recommen d solutions to intergovernmental
proble-ms.
·
(d) Establish a regular system of rePO<ting lo state
~ ~I public officials on the progress of Florida and
1ts political subdivisions toward meeting their intergov.
emmental responsibilities.
(e) Encourage and fecommend IT'!ethods of eHective
and efficient delivery of services at the state and locaJ
levels through services integ1ation and C<lfflbination of
complementary services delivery functions.
(f) . A~sume such responslbi~ties fQf administering,
COOrd1na110g, or providing intergovemmental services as
may be required by the Legislature or Governor.
. (g) Provide the Legislature, the Governo<, and other
Interested parties with advice on intergovernmental con·
cems.

, (2). It is the purpese of this part to improve the coor·
Cllnat1on and cooperation among the state and its local
~overnments, other states, and ttle Federal Govemment
lOUgh the establishment of a permanent Florida Advi·
SO<y-Council on Intergovernmental Relations.
·- · I. ell. 77-340.

163.703 Council crel'ted.-There ts hereby created
: Florida Advisory Council on Intergovernmental Re!a·
~:_hereafter
referted to as the "council."
,,__,.,_, t. en. 77-340.

(c) t-ine membem appoi<lted by the Govemor from
elected and appoi<lted state and local officials and other
interested eltilens. at least one of whom must be 60
yea~s of age or older.
(2) Each member of the council who is a l)<lbtic ofli·
cer shall p&rlorm the duties of a member of ttte council
as additional duties required ol him in his other official

capadty.
(3) Legislative members shall be appointed to terms
which eotrespond to their terms of office. All other mem·
bers ahalt be appointed to staggered 4-year terms. AU
members may be reappointed.
(4) The couneiJ shall erect a chafcman from among its
'egislator members and a vice chairman and such other
officers as it may deem ooces5a1y. The chairman and
vice c hairman shall serve for l year and may be
ree.Jected. If both the chairman and vice chairman are
absent at any meeting. the voting members present
ShaD elect a temporary chairman by a majority vote.
(5) If a reptesentatlve of the counties or of the cities
or a legislator ceases to be an officer or member of the
unit he iS appointed to represent. his membership on the
commission shall terminate immediately and there will
be a vacancy in the membership. Within 30 days. such
vacancy shall be filled in the manner of the regular
appointment, and the petson so appointed shall serVe
onty to the end of the unexpired term and until his sue·
cessor is appointed and qualified.
(6) The presiding officers ol the Legislature should
be guided in their appointments by consideration of the
legislators' expertise, interest. and experience. i-n.clud·
ing leg isfati~e comminee service in the field of intergov·
emmental r~allons.
(7) Nine of the membefs of the council shaU consti·
tute a qUOfum.
.......,,__,_ 1. ell: 7f-3ol&, •• t, ch, ~41 ; .. $l. ch. 79-400:

.. ~. eh. fl-112..

163.705 Funclions and duties.(1) The council is authorized to:
(a) Serve as a forum for the discussion and study of
intergovernmental problems.
.
(b) To the extent not otherwise provided by law,
evaluate on a oontinuous basis the interrelationships
among local, regional. state. interstate, and federaJ
agencies in the provision of public services to the cHi·
zens of FlOrida and, a.s appiopriate, prepare studies and
recommendations to improve organizational structure,
operatiooaJ efficiency, allocalion of functional responsf·
bilities, delivery of services, and related mauers.
(c) Analyle the structure, functions, revenue
sequirements, and fiscal poltcies of Florida and its peliti·
cal subdivisions; conduct studies of economic. admin.is·
trative. tax, and revenue mattets fOt all levels of state
government; and make recommendations tOt improve·
ment.
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ers o f bonds authorized by this part. The state further
pledges that it will ~~ in any way impair the rights or
remedies of the holders of such bonds unlit the bonds.
together with interest thereon, are fuily paid and dis·
charged.
Hlleoty.- J.. t, ell• •351.

PART II
CENTRAL FLORIDA REGIONAL
TRANSPORTATION AUTHORITY

343.61 ShOf't title.
343.62 Dellnitions.
343.63 Cenlral Florida Regional Transp¢flalion Aulhor·
ity.
343.64
343.65

Powers and duties.

Issuance of reve01Je bonds.

343.66 Bonds not debts or pledges of credit of stale.

343.67 Ptedg.e to bondholders not to restrict certain
rights of authOrity.

343.68 Applicability to other laws.

343.61 Short title.-This part may be cited as the
'Central F!Oiida Regional Transportation A uthQf'ity Act."
Hlttory,-$ I, ch. ~351: S. I, c;h,

90-101

343.62 Detinitions.- As usad in this part. unless the
context clearty indicates otherwise. the term :
(1} ·Authority· means the Central Flocida Regional
Transportation Authotity.
(2} "Board" means the go,,.erning body of the authority.
(3} ·commuter railroad" means a complete system
of track$. stations, parking facilities. and rolling stock
necessary to effectuate medium- distance to longdistance passenger rail service to or from the surround·
ing regional municipalities.
(4) "Member" means the indtviduals constituting the
board.
.
(5) "Public tran sportation' means transportation of
Qc;>OdS and passengers lor hire. as a charter service. or
w1thout charge, by means, without timitation. of a street
railway, elevated railway Of' iixed guideway. commuter
railroad, subway. motor vehide, motor bus, and any bus.
truck. or other means ot conveyance operating as a
common carrier or othe~wise.
(6) "Public transportation facilities~ means property,
equip ment, or buildings that are acquired. built.
Installed. or established tor public transportation sys·
tems.
(7) "Public transpartalion system· means. without
limitation. a. com.bination of real and personal PfOperty.
str~!ures. Improvements. buildings, terminals, parking
rac1ht•es. equ1pment. plans. and rights-of-way, public
rail and fix.ed guideway transportauon facilities. rail or
fixed guideway access to, from, or between other trans·
portation terminals. and commoter railroads and com·
muter rail facilities. or any combination 1hereof Of addttion !hereto, US<ld. directly"' indirectly, useful or conve·
nient for the purpose of public ttansportation by automo·
bile. truck . bus, rapid transit vehiete. light rail. or heavy
rail.
.
History.-$. I, efl, 6$-351:$, I. til . 9H42: s. 1, d\ Sl-IQJ

343.63

F.S. 1993

Central Florida Regional Transportation

Aulllority.(1) There is created and estabtished a body politic
at1d eotpotate. an agency of the state. to be known as
the ·central Florida Regional Transponalion AuUlOtily •
hereinafter refereed to as the · authority:
·
(2) The governing board of lhe aulhorily shall con.
sist of nine voting members. as follOws:
(a) The county commissions of Seminole. Orange
at1d Osceola Counties' shall each elect a commi$Sione;
as thai commissK>n·s representative on the board. The
commissioner must be a member of the county commis·
sion when elected and fOt tha full extent ot his term. The
terms of the oounty commissioners on the gover~ng
board ol the authority shall be 2 years.
(b) The mayo~s of the cities o f Altamonte Springs,
Orlando, and K1sstmmee, or a member ot each city com.
mission designatad by each mayor, shall serve a term
oi 2 years on the board.
(c) The Governor shall appoint two members to the
board who are residents and qualilied electors in the
area served by the board. One of the membe-ts initially
appointed by the Governor shall serve a term of 2 years,
and the othe.r ~hall serve a term of 4 years. Ther&afler,
members appocnted by the Goveri\Or shall serve a term
ot 4 years.
(d) The S<!erelary of Transportalion shall appoint the
district secretary, or his designee. fOf' the district within
which the area served by the authority is located.
(3) A vacancy during a lerm shall be tilled by lhe
respeclive appointing authority in the same manner as
the original appointment and only for the balance of the
unexpired term.
(4) The members of the authority shall not be enli·
tied to compensation, but shall be reimbwsed for travel
expenses actually incurred in their dulles as provided by
law.
HbaofV.-s. 1. dt. •3$1: •· ~.~h. tt-14~. ' · 8. eh.. t t-•1&., 11. <~'>

s . J, eh. 93~ 103.

i>2-t~l.

343.64 Powers and duties.( l)(a) The authority created and established by !his
patt shall have the tight to own, operate. maintain. and
manage a pubtic tran&portation system i.n ttl& area ol
Seminole, Orange. and Osceola Counties. hereinalter
referred to as the Central Florida Regional Transpo~ta·
tion System.
(b) It is the express intention of this part that the
au thority be authorized to p lan. develop, own, purchase.
lease. or otherwise acquite, demolish. construct.
improve. rerocate, equip, repair, maintain, opetate. and
manage a regional public transportation system and
publie lranspotlation facilities: to establish and deter·
mine such policies as may b e necessary tor the bes~
interest of the operal.ion and promoHon ot a public trans·
portation system: and to adopt such rules as may be
necessary to govem the operation of a public ttanspotta·
tion system and public uansp ortation facilities.
{2) The authori\y may exercise all powers necessary.
appurtenant. convenient. or incidental to the catrying
out of the aforesaid purposes, lnetud~. but not limited
to. the following rights and pow<>rs:
(a) To suo and be sued, implead and De impleaded.
complain and defend in all courtS in its own name.
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(b) To adept and use a eotpc<ate seal.
(e)

To have lhe pow4r ot eminent domain f<x acqiiJiS~

tlon ol tne public tran.sponarion tacll1he-s.
(d) To acquire. purchase. hold, lease as a lessee.

alty. The Plan Shal be consisten t. to the ~irnum extent
leaslble, with the approved loeoJ gooremment eornpre·
hen.slve p&ans of the units ot kx::al governmel'lt served by

the authority.

.......,.,_, , 1. ell. 19-:J:St: '· t dt. 91~142:

and use any franchise or ptoperly, rear, personaJ. or

mixed, tangible 0t intangible, or any interest therein,
neeessatY or desirable lor C8/rylng out the purposes of
the authority.
(e) To sell. convey, exChange. lease. or otherwise
dispose ol any real or personal prope<ty acQ\Ored by the
authority, including air rlghl s.

(I) To foe. alter. establish. and collect rates. lares.
tees. rentals. and olllet charges lor the use cl any public
ttanspettation system"' fadlties owned "' operated by
""' authority.
(g) To develop and provide fHdef transit services to

rail stations.
(h) To adOpt by1aws tor the regulation ol the affairs
and the conduct of the bus.lneu: of th& authority. The

bylaws shall provide tor quorum and voling requi.re·

ments. maintenance of minutes and other officia1 rec·

ords. 1111d preparation and adoPtion of an annual budget.
(i) To lease, rent. or conttacl for the operation or
management of any part of a PYblic transpottation syS·
tam or public tta.nsportation lacility, inckJdlng conce-s-

sions. ~ awarding a contract tt\e authority shall oon·
side<, bul is not imiled to, the follcwing:
1. The Q<Jaibtions of each a~t.
2. The tevel of seMc<t.

3.
4.

The efficiency, cost, and anticipated revenue.
The construeUon. operat.lon, and management

plan.

5.
6.

The linancial ability to pro\fide reliable service.
The impact on other transportation modes.

Including the abality to Interlace with other transportation
modes and facilities.
(i) To enforce collection of rates, fees, and Charges;
and to establish and enforco fines and penallies f01 viO>
lations of any rules.

(k) To advertise and pr<XnOie public transpc<talion
S)'$1ems. public ltan$p0rlation laciloties. and activities of

1M authority.
0) To employ an executNe diteetor, aii<Xney. staff,
and eonsutlants.
(m) To cooperate with other goven'\l'nrefltal entities
~ I? contract with other governmental agencies,

onctudong the Department of Transportation. the Fedetal
Government. counties, and municipalities.
(n) To enter in to join t development agreements.
(o) To accept funds from other governmental
SOUrces. and to accept pflvate donations.
(p) To purchase d irecfty from local. ~Wlnal, or inter·
n&tion.al insurance companies llabiiJty "'suranca which
t~e autnority is contractually and l&gally ob4igated to pro.

"'de, tne requirements of s. 287.022(1) notwithstanding.
(3) The authority Shall, by Febnlaty 1, t 9!13. develop
:"""adOpt a plan for the developme<lt of the Central flor·
id~ CQn.,..,ter Rail. SUCh plan shan address the authori·
ly s Plan for the devetopment ot pu~ic atld private ceventJe ~ources, funding of ca"italand operating costs. the
stMCe to be provided, and 1~ extent to which eoonties
within lhe area of opetatlon ot Lt\e authofily are to be
setved. The plan shalt be reviewed and uptfa!ed annu--
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343.65 l11u•nc• of revenue bonda.(1) Tho authority is authorized to borlow money as

provided by 111e Stale Bond Act tor the purpose ot pay·
ing all or any part of !he cost of any one or more Central
Florida Regional TranspOrtation Authority projects. The
pnuc:lpal of. and the Interest on. such bonds shalt oo
payable solely from rewtr~~es pledged lor their payment.
(2) The~ cl the bonds cl eac:h Issue Ohal be
used solely I<X the payment c1 the coot cl Central Florida
Regional Trai'ISPQftation Authority pro;e<:cs tor which
SUCh bOnds snan have been issued, except a.s ~ovided

in the State Bond Act. Suell proceeds shall be disbursed
and used as provided in this part and in sucn manner
and under such teSlfictions, if any, as the Division o f

Bond Finance may provide in the re~ution authortzing
tile Issuance of such bonds or in lhe 1rus1 agttemenl
secutlng lhe same.
(3) The Division ot Bond Finance Js authouzed 10
issue revenue bonds on behalf ot the au thou tv lo finance
or refinance the cost of Ce-ntral Fk>nda Aegaonat Ttans-

......,._l.Cft

pc<tation Auth<Xoty projects.

!143.ee

e..J$1: .. s.ca. ~m.

Bonds not debts

Of

pledges ol credit ot

s1ate.-Ravenua bonds issued undl!f the prOVIaiotls oi
rl'lis part are nor debt$ of the state or ptedges of the fa•th

and etedlt ot the state. Such bonds are payable exclu·
slvely from revenv~' p ledged for their payment. All su<;h
bonds shall contain a statement on their face that the
state Is not Obligated to pay the same or the interest
thereon, except from tile revenues pledged for tlleir pay·
rnent, and that the faith and credit of the stat e is not
pledged to the payment ot the p rirx:lpal Ot interest of
suet\ bonds. The issuance of revenue bonds uf'der the

prOVisoons of this part dOes not directly, lndlreetly, or
contingently obligato the state to levy or to pledge 1111y
f<Xm of taxatoon whatsoever. <X to ma~e any tPPfOI)fta·
lion for their payment No state funds shall be used to
pay the principal Ot interest of any bonds issued to
finance 01 refinance any portion of the Central Florida
Regional 'transportation Authority system. and au such
bonds Shall contain a statement Ott their race to this
effect
._...,.,,_ .. I, 0'1 et-351: • · &. Cit. 9)-103..

343.67 Pfedge to bondt.olders not to restrict cer·
taln rights of euthority.-The stat~ pledges to. and
agrees with the hOideiS of the bonds issued pursuant to
this part that the state wil not limit or restrict the rights

vested In the authority to construct, reeonwuet, rnaon·
tain, and -ate any Central florida Regional Transpor.
tation Authority profoct as defined in this part. to estal>
!ish and cotto<:t such fees "' other ehargH as may be
convenient Ot necessary to ptoduc:e wffielent revenues
to meet the expenses o1 maintenance at1d operation of
the CenlraJ Florida Regional Tran.sQOrtalion Authority
system, and to fulfifl the terms of any agreements made
with the holders of bonds authorized by this part. l he

t091

A/'1'£/VDIX F: REGIONAL TRANSI'ORTATION AUTHORITIES LEGISLATION

Ch. 343

COMMUTER RAIL AND CENTRAL FLORIDA REGIONAL TRANSPORTATION AUTHORITY F.S. 1993

s tate further p tedgas that It will not in any way impair the

rights Of remedies of the holders of such bonds until the
bonds. together with interest thereon. are fully paid and
d ischarged.
NJeto~y.-s . 1, <f'l, ~1: • · 7. cf\. 93-103.

343.68 Applicability to other laws.-Nothing in this
part Shall grant any authority or jurisdiction over projects
described in ss. 341 .401 - 341.422.
...toty.-s.

1,C'\ . ~I.

PART Ill
TAMPA BAY COMMUTER RAIL AUTHORITY

343.71 Short title.
343.72
343.73
343.74
343.75
343.76
343.77

Definitions.
Tampa Say Commuter Rail Authority.
Powers and duties.
Issuance of revenue boods.
Bonds not debts or pledges of credit of state.
Pledge to bondholders not to restrict certain
rights of authority.

343.71

Short title.- This pa1t may be cited as the

'"Tampa Bay Commuter Rail Authodty Act.R
H-.ory.-s. 8& cr>. 90>13$.

343.72 Definlllons.-As used in this part. unless the
context clearly indicates otherwise. the term:
( 1) Autho(ity• means the Tampa Bay Commuter Rail
Authority.
(2) ·aoa(d' meatls the governing body of the authO(·
ity.
(3) ·commuter railroad' means a complete system
of tracks, guideways. stations. and rolling stock ne<;es·
sary to etfe<:tuate medium-distance to long-distance
passenger (ail service to, from, or within the suuounding
regional mvnicipalities.
{4) ·commuter rail facilities· means prOI)erty and
avenues of access in Hillsborough, Pinellas. and Pasco
Counties. (equired tor commuter rail Q( fixed-guideway
systems.
(5) ·Member" means the individuals constituting the
board .
(6) ·Feeder transit services· means fixed guideway
0( bus service to transport passengers to rail or ferry sta·
lions.
{7) ·eommuter fe((y means a complete ferry system
of boats. docks. and stations necessary to effectuate the
movement of people by water to or from feeder transit
services, commuter railroads. bus or fixed ...guideway
systems.
4

~101'(..-t.

8$. (;t!, !IG-13&

343.73 Tampa Bay Commuter Rail Authority. ( 1) There is created and established a body politic
al)(:l corporate, an agency of the state, to be known as
the Tampa Bay Commuter Rail Authority, hereinafter
referred to as the authority.
(2) The governing board of the authority shall ton·
sist of the following eight voting members:
(a) The Melropolitan Planning Organizations of Hills·
batough. Pinellas. and Pasco Counties shall each elect

a member as their rep(esentative on the board. The
member must be an elected official and a member of the
Metropolitan Planning Organization when elected and
tor the lull extent of hi,s term.
(b) The county commissions of HillsbOrough. Pinel·
las, and Pasco Counties shall each appoint a citizen
member to the board who is not a member of the county
commission but who is a resident ol the coonty from
which he is appointed and a qualified eJector of that
county. Insofar as is pcacticabJe, the citizen member
shall represent the business and civic interests of tt.e
community.
(c) The Secretary of Transportation shall appoint as
a member of the board the district secretary, or his designee, fOt t~ distrk:t within which the area served by the
Tampa Bay Commuter Rail Authority is lOCated.
(d) The local transit authority in each member
county shall eJect as an ex offtcio nonV'Oting member of
the board a member of the authority.
(e) The Governor shall appoint one member to the
boa(d who is a resident and qualified elector in the area
served by the Tampa Bay Commuter Rail Authority.
(3) The terms of the county commissioners on the
governing board of the authority shall be 2 years. All
othe( members on the govemi~ board of the authority
shall serve staggered 4-year tetms. Each member shall
hold of lice until his successor has been appointed.
(4) A vacancy during a term shall be filled by the
(espective appointing authority within 90 days in the
same manner as the original appointment and only for
the balance of the unexpired term.
(5) The membefS of the authority shall not be enti·
lied to compensation, but shall be reimbursed for travel
expenses actually incurred in their duties as provided by
law.
(6) Members of the authority shall be requifed to
comply with the applicable financial diSdOSU(Q require·
ments ol ss. 112.3145. 112.3148, and 112.3149.
tfstorr.- t.$5, ch. 9)..136; s. t&,CI\. ~: t. 9 . (1'1. 91 ~13: t . 7,,d'l.92-1~.

343.74 Powers and duties.( 1){a) The authQ(ity created and established by this
part shall have tOO right to own, operate, maintain. and
manage a commuter rail system and commuter 1erry
system in the Tampa Bay area of Pinellas, Hillsborough.
aoo Pasco Counties.
(b) It Is tha express intention of this part that !he
authority be authoriZed to plan. develop, own, purchase.
lease, or otherwise acqui(e. demoliSh, ·Construct.
improve. relocate. equip, repair. maintain, operate, ard
manage a commuter rail system, commuter rail facilities.
or commuter ferry system: to establish and dete-rmine
such poli das as may be necessary for the best intetest
of the ope-ration and promotion of a commuter tail sys·
tern and commuter ferty system; and to adopt such
rukas as may be necessary to govern the operation ot a
commuter rail system, commuter rail facilities. and com·
mute( tarry system.
(2) The authority may exercise all powers ne<:ess~ry.
appurtenant, convanient. or incidental to the cauytng
out of the afocesaid pu(poses. including, but not limited
to, the following rights and powers:
(a) To sue and be sued, implead and be impleaded.
complain and defend in all courts in its own name.
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APPENDIX G: SAMPLE GOALS, OBJECTIVES, AND POLICIES

SAMPLE GOALS, OBJECTIVES AND POLICIES THAT SUPPORT TRANSIT
The goals, objectives and policies in the local comprehensive plan provide the policy framework
for coordinating land use and transit decisions. Below are some sample goals, objectives, and
policies that could be incorporated into a local comprehensive plan to establish the groundwork
for a transit-friendly development program.

I. The following model goals, objectives and policies that support transit were adapted from the
publication A Guide to Land Use and Public Transportation , Volume ll: Applying the
Concepts, SNO-TRAN 1993.

Goal: Develop a road system that facilitates transit, cycling, and walking, as well as driving.
Objective: Develop a regional network of interconnected arterial, collector, and local roads
to serve existing and planned land uses.
Policy: The (local government) shall work with (other local governments), the MPO, and
the state DOT to establish a grid network of through-roads that link neighborhoods,
shopping, employment sites, parks, recreational activities, schools and public services.
Policy: Greater priority shall be placed on tranSPortation improvement projects that link
· complementary land uses.
Policy: Amend zoning and subdivision regulations to reqUire connected streets and
discourage the excessive use of cui-de-sacs, dead-ends, and loops.
Objective: Make roads safe and convenient for bicyclists and pedestrians.
Policy: Sidewalks shall be required wherever feasible on both sides of all arterial and
collector roads within (designate districts or activity centers). In other areas, shoulders
shall be wide enough to safely accommodate pedestrians.
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Policy: Critical gaps in the existing sidewalk network shall be identified and a program
shall be developed to fill such gaps.
Objective: Develop a public transportation system that allows people to conveniently travel
between and within regional and local activity centers.
Policy: The (local government) shall work actively and cooperatively with the (other local
governments), State DOT, the MPO, and the transit provider in planning regional and
county-wide transportation systems and locating sites for public transportation facilities.
Policy: The (local government) shall work with the (transit provider) to link and provide
circulation within these activity centers.
Goal: Develop compact, attractive city and town centers that can be linked by a variety of
transportation modes.
Objective: Promote growth in urban activity centers, while discouraging growth outside
activity center areas.
Policy: Identify activity centers and support investment and development in these centers.
Policy: Provide developers with incentives to develop in designated urban activity c.enters.
Policy: Encourage redevelopment and in-fill of underdeveloped land in activity center
areas.
Policy: Encourage a pedestrian-oriented mix of housing, businesses, commercial services,
open space and cultural attractions in existing and planned activity centers.
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II. The following objectives and policies were adopted by the City of Orlando and appear in the

Mass Transit Element of the Orlando Growth Management Plan, 1991.
Goal 3 : To encourage the inclusion of multi-modal transit and ridesharing facilities in new
developments and roadway improvement projects and to ensure accessibility to all transit users.
Objective 3.1 : All new public transit systems, facilities and services in the City of Orlando
shall be designated and operated to provide accessibility to all segments of the community by
1991.
Policy 3.1.3: The City shall make provisions for transit passenger convenience by:
• Participating in and supporting an information program which acquaints travelers
with transit routes and services available;
• Providing weather protection for transit users along major transit routes;
• Providing clear signage which identifies transit stops; and
• Advocating a more direct bus routing if necessary in order to extend service to
major residential areas and traffic generators.
Policy 3.1.4: Internal public transit and pedestrian systems in metropolitan activity
centers shall be designed and operated to facilitate transfer of passengers to and from
the regional transit system.
Policy 3.1.5.: The City shall amend its Land Development Code to require that site
plans for primary and secondary transfer centers and ancillary facilities have:
• Full accommodation for pedestrian access and movement;
• Full accommodation for bicycles including lockers and racks;
• Well designed provision for transfer of passengers;
• Well designed access for motor vehicles for passenger drop-offs;
• Full accommodation for the mobility impaired including parlting spaces for
handicapped access; and
• Provide weather protection for transit users at primary transit routes.
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Objective 3.2: By January I, 1992, the City shall within the Land Development Code
establish standards for accessibility to public transit and pedestrian systems. Such
standards shall apply to new developments, substantial enlargements and substantial
improvements and substantial improvements of existing developments, and road
improvements.
Policy 3.2.1: The City shall require site and building design on new developments
within ihe transit service area and all Developments of Regional Impact to be
coordinated with public transit and pedestrian systems. Requirements may include,
but shall not be limited to, pedestrian access to transit vehicles, transit vehicle access
to buildings, bus pull-offs, and transfer centers.
Policy 3.2.2: The City shall require that new development be compatible with and
Requirements for
further the achievement of the Mass Transit Element.
compatibility shall include but are not limited to:
• Orienting pedestrian access to transit centers and existing and planned transit
routes.
• Locating parking in back of the development to provide accessibility of building
entrances and walkways to the street, rather than separation of the building from
the street by parking.
Policy 3.2.3: The City shall eliminate on-street parking from thoroughfares as
required to enable the development of internal public transit and pedestrian systems
within metropolitan activity centers.
Policy 3.2.4.: The City shall require that transit facilities, such as turn-out bays and
transit shelter locations, be included in the roadway design proposals.
Policy 3.2.5: The City shall ensure that transfer centers and park-and-ride lots are
designed to be uti.lized by bicyclists. The thoroughfare system providing access to
these centers and lots should allow for safe and adequate bicycle use.
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SOURCES OF ADDITIONAL INFORMATION
A Guide to Land Use and Public Transportation for Snohomish County, Washington (The
Snohomish County Transportation Authority, Volume II: Applying the Concepts. December
1993) - a guidebook building upon volume I by providing more specific planning, design, and
regulatory strategies to assist communities in achieving transit compatible land use. Includes
helpful guidance to smaller communities. For a copy of this report, write to SNO-TRAN, 5800
!98th Street, S. W. #A-2, Lynnwood, WA 98036.
A Guide to Land Use and Public Transportation for Snohomish County, Washington (The
Snohomish County Transportation Authority. December 1989) - a guidebook to assist
communities in achieving transit compatible land use and subdivision design. Includes helpful
guidance to smaller communities. For a copy of this report, write to SNO-TRAN, 5800 !98th
Street, S. W. #A-2, Lynnwood, WA 98036.
Access by Design: Transit's Role in Land Development, A Developer's Manual (Maryland
Department of Transportation, Mass Transit Administration. September 1988) - includes
standards, guidelines, and checklists for design of transit, turnout bays, turnarounds, shelters,
signs, lane widths, grades, intersections, and bus stop spacing. Available from the Maryland
Department of Transportation, Mass Transit Administration.
Creating Transportation Choices Through Zoning: A Guide for Snohomish County
Communities (Prepared by The Snohomish County Transportation Authority. October 1994) a guide for making a local zoning code more transit and pedestrian friendly. For a copy of this
report, write to SNO-TRAN, 1133- !64th St. S.W., Lynnwood, Washington 98037.
Development Incentives that Support Transit (Center for Urban Transportation Research,
University of South Florida. Prepared for Tri-County Commuter Rail Authority. June 1994)
This report reviews transportation concurrency management systems within the Tri-Rail service
area and proposes remedies for regulatory barriers to transit in local concurrency management
systems. Available from the Center for Urban Transportation Research, USF College of
Engineering, 4202 E, fowler Avenue, ENB 118, Tampa, Florida, 33612 (free).
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Mode Enhancement tbrougb Land Use Design: Development Design Strategies to Encourage
the Use of Alternative Transportation Modes. (Prepared for The County of San Diego
Department of Planning and Land Use and prepared by Stevens/Garland Associates, Inc., in
association with SR Associates and Comsis. July 9, 1991) - includes sample plan policies and
a range of planning and transportation demand management strategies to promote alternative
modes of transportation. Also reviews the County of San Diego's zoning and subdivision
ordinances and proposes regulatory changes. Copies available from Stevens/Garland Associates,
Inc., 505 City Parkway West, Suite 900, Orange CA 92668, AlTN: MELD Report ($28).
Model Land Development & Subdivision Regulations tbat Support Access Management for
Florida Cities and Counties (Williams, K., D. Rudge, G. Sokolow, and K. Eichin. Prepared
by the Center for Urban Transportation Research, University of South Florida and the Florida
Department of Transportation. January 1994) - includes model regulatory language and standards
for transit access. Available from the Florida Department of Transportation, Systems Planning
Office, 605 Suwannee St., MS 19, Tallahassee, FL 32399-0450 (free, send self-addressed
envelope).
Moving People In Florida: Transit, TDM, and Congestion (Center for Urban Transportation
Research. University of South Florida. May 1994) - reviews a range of transportation
alternatives that relieve traffic congestion by moving more people in fewer vehicles. These
include various forms of public transportation, as well as transportation demand management
(TOM) strategies that can be applied to reduce single occupant vehicle travel. Topics addressed
include measuring effectiveness, congestion management systems, and how to make transit and
TOM succeed. The report concludes with thirty-four recommendations for improving public
policy and transportation practice. Available from tb.e Center for Urban Transportation Research,
USF College of Engineering, 4202 E. Fowler Avenue, ENB 118, Tampa, Florida, 33612, tel:
813-974-3120 (free).
Planning for Transit-Friendly Land Use: A Handbook for New Jersey Communities. (New
Jersey Transit. June 1994) - An excellent guidebook on achieving transit-friendly land use that
addresses issues ranging from land use planning to site design. Winner of the 1994 Public
Education Award, New Jersey Chapter of the American Planning Association. Available from
New Jersey Transit, One Penn Plaza East, Newark, NJ 07105-2246, tel: 201-491-7000 (free).
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Recommendations for Pedestrian, Bicycle and Transit-Friendly Development Ordinances.
(Transportation Rule Working Group, Oregon Chapter American Planning Association in
coordination with the Oregon Department of Land Conservation and Development and the Oregon
Department of Transportation. Working Draft. February 1993.) This report provides guidance
in updating development ordinances to promote bicycle and transit-friendly development.
Includes model regulatory language and standards for reduced parking, building orientation,
sidewalk widths, redevelopment of parking lots and other issues. Available from the American
Planning Association- Oregon Chapter, David M. Siegel, AICP, President, Salem Public Works
Department, 555 Liberty St., SE, Room 325, Salem, OR 97301-3503 (free).
Tbc Role of Level of Service Standards in Florida's Growth Management Goals (Center for
Urban Transportation Research. University of South Florida. October 1993) - This report
reviews level of service (LOS) standards and measures developed in response to Florida's
concurrency mandate, including a detailed summary of inoovative approaches to measuring LOS
in five local governments. Available from the Center for Urban Transportation Research, USF
College of Engineering, 4202 E. Fowler Avenue, ENB 118, Tampa, Florida, 33612, tel : 813-9743120 (free).
The Subdivision and Site Plan Handbook (Listokin, D. and C. Walker. Rutgers: The State
University of New Jersey. 1989) • the definitive sourcebook on subdivision and site design and
subdivision regulation. Available from the Center for Urban Policy Research, Rutgers University Building 4051, Kilmer Campus, New Brunswick, New Jersey 08903 ($54.95).
Transportation for Livable Communities: A Powerful New Approach to Transportation
Policy (Briggs, L. and R. Bradley. Prepared for the Business Transportation Council. 1993)overview of the new federal policy push for livable communities through transit-friendly design.
Available from the Business Transportation Council, 915 15th Street, NW, Suite 600,
Washington, DC 20005 (free).
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